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“UNION” 
CAR RETARDER 


That’s what happens to freight cars when classification 
yards are equipped with “‘UNION”’ Electro- Pneumatic Car 
Retarders. And the savings effected quickly liquidate the 
investment. For example, in one yard the cost per car 
handled was 73 cents before the retarder installation and 
42 cents after. 

NOW is the time to install “‘UNION”’ Electro-Pneumatic 
Car Retarders. Experience has proved that they earn their 
way under abnormally light traffic conditions and that the 
savings increase proportionately with improvement in traffic. 


UNION SWITCH & SIGNAL COMPANY 


SWISSVALE, PA. 


CHICAGO MONTREAL ST. LOUIS SAN FRANCISCO 
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Railway Management's 


Most Difficult Problem 


The labor problem with which the railroads are now 
confronted is as difficult and important as any problem 
their managements ever faced. It is easy to prove that, 
measured by most standards, the management of most 
railroads, and of the industry as a whole, has been ef- 
ficient. But railway management has made one easily 
demonstrable failure. This has been in its dealings 
with labor. In fact, its failure in dealing with labor 
stands self-confessed. The confession consists of the 
unanimous claim of the industry’s management that 
wages have been made too high, and the complaints 
of a large majority of individual managements that 
working rules have resulted in very large and increas- 
ing waste principally due to payment for work not 
done. Present wages were fixed by agreements. There 
was undue pressure from government in behalf of the 
advances made last year; but management did not have 
to yield to it, and therefore must assume its share of 
responsibility for the mistakes that were made. In- 
dividual managements have agreed to the working rules 
of which there is now so much complaint, and therefore 
cannot evade their share of responsibility for them or 
for their continuance as long as they remain in effect. 


How “Co-operate” with Government? 


The financial condition of the railroad industry is the 
worst of any industry; but in most important respects 
the situation with which railway management is faced 
is similar to that confronting the managements of other 
industries. The present national administration is call- 
ing upon business management in general to co-operate 
with it in reviving business. What it undoubtedly 
means is that business management should help the 
administration to carry out the administration’s policies. 
Uniortunately these administration policies, after hav- 
ing been tried for five years, have not only prevented 
recovery, but have also caused a recession, as a result 
of which the total volume of production, construction 
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and commerce, as measured by railroad freight loadings, 
was smaller in the first one-third of 1938 than in the 
first one-third of any other year of the depression 
excepting 1933, and in May is the smallest in any May 
of the depression. 

The failure of recovery and the present recession 
have been due as much to the too willing acquiescence 
of business in the administration’s policies as to the 
policies themselves. It is especially true that business 
too willingly acquiesced in the administration’s policies 
of advancing wages and prices. ‘The railways have 
suffered from this through the advances made in the 
prices they have to pay for equipment, materials and 
fuel. They have suffered from it also because of the 
advances in wages to which they agreed in 1937, after 
having already two years before restored the 10 per 
cent deduction from basic pay. 


Who Shall Manage Business? 


In view of numerous developments during the de- 
pression, it is plain a decision is long overdue as to 
who is going to manage business in this country. Soon 
after the panic in 1929 President Hoover called busi- 
ness leaders, including railway managers, to Washing- 
ton and asked them to maintain wages and capital 
expenditures. This was an unprecedented interference 
by the chief executive of the federal government in the 
nation’s business. Leaders of business, including rail- 
way managers, tried for some time to comply with 
Mr. Hoover’s requests ; but business continued. steadily 
to decline until the summer of 1932. Soon after he 
took office President Roosevelt followed and improved 
upon his predecessor’s example of trying to run busi- 
ness. Among other things he applied through NRA 
and AAA a policy of trying artificially to advance all 
wages and prices. The recovery that had begun in the 
last one-third of 1932, and was renewed immediately 
after the re-opening of the banks in March, 1933, was 











832 RAI WAY AGE 


immediately stopped; and there followed two years of 
stagnation until the Supreme Court invalidated NRA 
and AAA. The subsequent improvement for almost 
two years undoubtedly was halted about the middle of 
1937 mainly by labor troubles stimulated by govern- 
ment, by renewal of premature advances in wages and 
prices, and by the undistributed profits tax legislation. 


Investment of Capital Must Be Revived 


The major effect throughout the last five years of 
the present administration’s policies and of the too ready 
acquiescence of business in certain of them has been 
prevention of a large scale revival of the investment of 
capital. We never had recovery mainly because of this 
prevention of the revival of investment. We will never 
overcome the present recession and accomplish real re- 
covery until the investment of capital is fully revived. 
It will never be fully revived in business in general and 
on the railroads in particular until the margin between 
gross earnings, on the one hand, and operating expenses 
and taxes, on the other hand, is widened—in other 
words, until actual and prospective profits are increased. 

Whose duty and responsibility is it to effect the 
necessary increase of profits and revival of investment ? 
Under existing laws the duty and responsibility are 
still principally those of the managers of business— 
little business and big business. Government can make 
it exceedingly difficult for them. It can, for example, 
interfere on the side of labor in disputes over wages 
and working conditions, as it already has done in many 
instances, thereby helping cause the present recession. 
But government as yet has only limited lawful dicta- 
torial powers over business. Excepting to the extent 
that government can and does legally interfere, the 
management of business should go ahead and do what it 
believes necessary to revive business. The entire ex- 
perience of the last eight years under two different ad- 
ministrations indicates that little can be expected from 
government excepting policies tending to make the de- 
pression permanent. 


Railway Management and Security Owners 


The application of these principles to the railroad 
situation is plain. The government does have and 
exercises dictatorial powers over the rates the railways 
may charge and the taxes they must pay. It does not 
as yet have, even under the Railway Labor Act, legal 
dictatorial power over working cJuditions and wages on 
the railways. Statistics of railway operating and finan- 
cial results in the first quarter of 1938 fully demon- 
strate that the ratio of operating expenses and taxes to 
total earnings was grossly excessive and would have 
been if recent rate advances had been in effect. The 
result is that the return earned and still being earned 
for security owners, especially stockholders, has been 
reduced to a fantastically low level. Railway managers 
have voluntarily assumed the duty and responsibility 
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of making every legitimate legal effort to earn reason- 
able returns for railway investors. They tried to get 
a 15 per cent advance in freight rates, but the Interstate 
Commerce Commission authorized only about one-third 
of it. In view of all the circumstances, their movement 
for a 15 per cent general reduction of wages is eco- 
nomically and morally necessary and justifiable. There 
can be no sound defense, economic or moral, of the 
present division of gross earnings between those who 
are employed by the railways and those who have in- 
vested capital in them. It is essential in the interest, 
not only of security owners, but of the public, that the 
net earnings and buying power of the railways be in- 
creased ; and their managements have been left no way 
to do this excepting by reduction of wages. 


Proceeding Under Railway Labor Act 


The unprecedented situation demands that railway 
managements show unprecedented intelligence, courage 
and unity in handling their present wage movement. 
The members of the Carriers’ Conference Commit- 
tee should faithfully and courageously represent the 
industry as a whole, and should not be interfered with 
by the managements of the individual railways by which 
they are employed. One-third of the industry has ad- 
mitted it is bankrupt. More than another third is 
actually bankrupt without having yet admitted it. Cer- 
tainly the interests of that two-thirds should be given 
paramount consideration and representation. 

In case mediation occurs, the government mediators 
should confine themselves strictly to their function of 
trying to get the parties voluntarily to agree, and not 
attempt to dictate the terms of the agreement by 
threatening the parties with what the government may 
or will do if they do not voluntarily agree. 


Should Railways Accept Arbitration? 


Some things said and done by the mediators during 
the negotiations last year far exceeded their authority 
and functions under the Railway Labor Act. If there is 
any repetition of that sort of thing they should be im- 
mediately asked to withdraw from the negotiations. 

If collective bargaining and mediation fail to result 
in a settlement, the government mediators must, under 
the law, suggest arbitration. The labor unions often 
have declined arbitration. There are the strongest 
reasons why in this instance the railways should de- 
cline it. Under the Railway Labor Act if an arbitra- 
tion board consists of three members, the labor unions 
select one and the railways one. If it consists of six 
members, the labor unions select two and the railways 
two. In case the labor and railway arbitrators do not 
agree upon the neutral arbitrators, they are appointed 
by the government mediation board. The record of the 
mediation board is a powerful argument against the 
railways agreeing to arbitrate. Its entire record, and 
especially its selections of referees for the national ad- 
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justment boards, indicates that it would almost cer- 
tainly select “neutral” arbitrators committed in advance 
to the administration’s view, as already expressed by 
President Roosevelt, that wages in general and railway 
wages in particular should not be reduced. When both 
parties accept arbitration, both are bound to accept the 
award. The railways would be walking into a trap 
with their eyes wide open if they should accept arbi- 
tration by a board or boards on which appointees of 
the national mediation held the balance of power. 
Failure of collective bargaining and mediation, and 
refusal of arbitration, probably would be followed by ap- 
pointment by the President of an “emergency board.” 
The railroads were afraid last year to let the wage ques- 
tion go to an “emergency board” appointed by the 
President because the labor leaders arrogantly boasted, 
and the Carriers’ Conference Committee believed, that 
any such board would be sure to make a report and 
recommendations highly unfavorable to the railways. 
There will be the same fear this year. But fortunately 
the recommendations of an “emergency board” would 
not be binding. Regardless of what they were, thirty 
days after they were made public, the railways could 
put the proposed wage reduction into effect. It would 
be much safer therefore, for them to risk an “emergency 
board” appointed by the President than arbitration. 


Peace—or Justice? 


The views expressed in this editorial are entirely 
those of the Railway Age. Some railway managements 
will disagree with them. There cannot, however, be 
any dissent from certain facts. The railway situation 
is extremely bad. The advances in wages made last 
year were a serious mistake. The railways are still 
privately-owned, and their managements are employed 
by their owners. Their managements, therefore, are 
hound by every obligation of law and honor to seek 
by every legal means the readjustments of rates and 
operating costs essential to protection of the rights 
and interests of railway owners. They also have a 
duty and responsibility to the public to help promote 
recovery by doing every legal thing they can to restore 
the railways’ employing and buying capacity. It fol- 
lows that if the labor leaders stubbornly refuse any 
reasonable reduction of wages, they will leave railway 
managements no choice except to effect a reduction in 
accordance with the terms and process of the Railway 
Labor Act. 

That act has been lauded as a great and beneficial 
law because it has promoted peace on the railways. But 
it has promoted peace thus far only by increasing labor 
costs and helping push the railroad industry toward 
bankruptcy. In not one single instance during the twelve 
yeors since it was enacted has the process prescribed 
by it ever been successfully used to secure a dollar’s 
re‘uction of railway expenses. The deduction from 
baie pay put into effect in 1932 was secured by ignor- 
ins the Railway Labor Act and all concerned with its 
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administration. The purpose of any good law is not 
merely to promote peace but to promote justice. The 
present situation of the railways shows that the Railway 
Labor Act has promoted peace without justice. It is 
time to determine whether peace can be maintained 
under it when the railways insist upon having justice. 


Results First Quarters 


1932, 1933 and 1938 


The two worst years of the depression thus far have 
been 1932 and 1933. The statistics in the accompany- 
ing table show that railway financial results in the first 
quarter of 1938 were worse than in the first quarter of 
either 1932 or 1933. In the first quarter of 1932 their 
net operating income was $65,500,000; in 1933 it was 
$34,500,000, and in 1938 it was only $19,300,000. 

Their gross earnings were slightly smaller in 1938 
than in 1932 but substantially larger than in 1933. The 
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reason was that in the first quarter of 1938 freight 
loadings were 2.2 per cent smaller than in 1932, but 
15.4 per cent larger than in 1933. In the first third of 
the year they were 2.9 per cent smaller than in 1932 
and 12 per cent larger than in 1933. The difference 
between 1933 and 1938 has been steadily declining, 
until in the week ended on April 30 it was less than 1 
per cent. 

The most striking contrast presented by the statis- 
tics is between those for 1933 and 1938. Gross earn- 
ings in 1938 show an increase over 1933 of almost 
$157,000,000, but operating expenses, taxes and rent- 
als increased almost $172,000,000. Of the increase of 
$148,400,000 in operating expenses, almost $100,000,- 
000 was due to increase in the payroll. The increase 
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in the number of employees was less than 1 per cent, 
or 6,095, while the increase in the payroll was 30 per 
cent. Average earnings per employee in the first quar- 
ter of 1933 were $354, while in the first quarter of 1938 
they were $458, an increase of 29.3 per cent. 

The advance in freight rates effective since late in 
March would have made gross earnings about $30,- 
000,000 larger in the first quarter of this year if it 
had been in effect then, and, other things being equal, 
would have increased the net operating income earned 
to about $49,000,000—about $14,500,000 more than in 
the first quarter of 1933, but still about $16,500,000 
less than in the first quarter of 1932. If the proposed 
reduction of 15 per cent in wages had been in effect 
average compensation per employee would have been 
about $391, or $68 less than it was. If, on this basis, 
the railways had employed the same number of persons 
that they did, the payroll for the first quarter would 
have been $64,650,000 less than it was, or approxi- 
mately $367,000,000—smaller than in 1932, when they 
had more employees, but substantially larger than in 
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1933 when they had a few less employees. Other things 
being equal, the advance in rates and reduction of 
wages combined would have made net operating income 
about $114,000,000—approximately the same as in the 
first quarters of 1931 and 1934, but $30,000,000 less 
than in 1937. 

Of course, what actually would have been the ef- 
fects of the advance in rates and the reduction oi 
wages on net operating income is conjectural, because 
undoubtedly if both had been in effect the railways 
would have employed more men. In the first quarter 
of 1932, when gross earnings were only slightly larger 
than in the first quarter of 1938, but wages were lower, 
they actually did employ 140,328 more men. It is be- 
yond doubt that if the advance in rates and the pro- 
posed reduction of wages had both been in effect the 
railways in the first quarter of 1938 would have em- 
ployed a much larger number of men, earned a much 
larger operating income and done much more buying 
from the manufacturing industry, thus indirectly in- 
creasing employment. 





The essence of worry is in uncertainty as to what one 
should do next when faced with an emergency. When 
the emergency, however serious, is such that there is 
clearly one course and only one to take in attempting to 
meet it, worry disappears. The emergency in which the 
railroads now find themselves is about as serious as they 
have ever faced. Fortunately, however, there is only one 
course for them to take and it is perfectly simple and per- 
fectly clear. Their trouble is too little income and too 
much outgo—therefore, the thing to do is to try to in- 
crease income and diminish outgo. 

In other words, they must make the attempt to secure 
a lower wage cost, by negotiation, if possible; if not, by 
the process provided by law. Perhaps they can get it by 
one or other means; perhaps not. Whether they can or 
not, they do not know, but obviously the thing to do is to 
try. As to increasing revenues, the only visible means of 
getting an immediate increase is by changes in rates on 
freight and passenger traffic. Whether or not increased 
rates will mean increased revenues, managers do not know; 
they think they will. Therefore, the thing to do is to try 
to get them. To do this they must go to the Interstate 
Commerce Commission for permission to make increased 
charges. Obviously, therefore, this should be done with- 
out a moment’s delay. 

These two courses are logical and further involve no 
risk of making their present state more uncomfortable. 
Not only that, but the demand of managers to charge in- 
creased rates puts the Commission to the necessity, in re- 
fusing that demand, either of finding the proposed rates 
unreasonably high and therefore unlawful, or of usurping 
the managerial function of judgment as to the probable 
revenue results from the proposed rates, for which usurpa- 
tion Commissioners Eastman, McManamy and Mahaffie 
scarified their majority colleagues in the recent eastern 
passenger rate case. 

First as to the aforesaid usurpation. Whether it is 
illegal as well as improper may be a question, for the 
weasel-worded Section 15a may cover its legality, but that 
it is clearly improper admits of no doubt, for it is flatly 
inconsistent with the whole theory of the Transportation 


Former Commissioner Woodlock in the Wall Street Journal 


Another Try at Rates Is In Order 


Act, based as is that act on the fundamental purposes of 
preserving private initiative in the industry. It is hard 
to believe that the Commission will, when squarely chal- 
lenged, continue in the course begun two years ago in the 
case of eastern passenger rates. 

Second, as to the matter of reasonableness, while the 
case is not so clear on its face, it is in fact quite as clear 
in its essence. In the present state of carrier revenues, 
how can a rate which moves a considerable volume of 
traffic be unreasonably high? Two factors determine a 
rate—the “worth of the service” to the user of the service 
and the “cost of the service” to the servant. These equate 
in a rate at which traffic freely moves and at which the 
servant is fairly compensated, and when they thus equate 
the rate is as the law requires, a “just and reasonable” 
rate under Section 1 of the act. The servant today needs 
all the compensation it can get, seeing that its revenues 
are quite insufficient. Somewhere in the rate structure 
there is for every commodity moving a rate at which the 
maximum revenue for the carrier will result from the 
commodity that is moved. That the commodity moves 
satisfies the factor of worth of service; that it produces a 
maximum revenue satisfies the factor of cost of service 
as that factor stands today. And that makes the rate 
just and reasonable. 

Now, as has been said, managers believe that, in general, 
increased rates will mean increased: revenues, which is 
why they ask for permission to increase them. But it is 
not certain that the optimum rate—the just and reasonable 
rate just referred to—may not be Jower than present rates 
in some cases. But lowering rates is more or less in man- 
agerial control, inasmuch as there is as a rule little opposi- 
tion before the Commission to tariffs reducing rates ex- 
cept where carrier or regional shipper competition is in- 
volved. 

Increased rates are almost always opposed and 
are much more difficult to secure from the Commission. 
The present desire of managers is for freedom to experi- 
ment with rates within certain limits—and, things being 
as they are, it is plainly their right to do so. They should 
move at once to establish that right. 
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Water-Treating Plant 


at Galesburg, IIl. 


Installation, located at 
terminal, embodies du- 
plicate units, each hav- 
ing a capacity of 42- 
O00 gal. per hour 


completed a water-treating plant at Galesburg, IIl., 

which ranks among the largest in the United 
States, having a rated capacity of about 2,000,000 gal. 
per day. Among the distinctive features of this plant, 
aside from its size, is that it is substantially a double 
plant, one half of which can be operated as a self-con- 
tained unit while the other half is out of service. 

The construction of this plant comprises the latest 
step in the improvement of the locomotive water supply 
for the most important terminal on the system. Gales- 
burg is not only the junction point from which heavy- 
traffic lines extend to Chicago, to Omaha and the west, 
to St. Louis, to Kansas City, and to Peoria and Southern 
Illinois, but it is also the primary distributing point from 
which coal from the Southern Illinois fields is for- 
warded to other parts of the Burlington system. 


<< Chicago, Burlington & Quincy has recently 


Treats Water from Reservoir 


The last previous water supply development at this 
terminal was the construction of the 900,000,000-gal. 
Bracken reservoir, completed in 1923, about six miles 
south of Galesburg, with pumping equipment and a pipe 





The New Water-Treating Plant at Gales- 
burg Is Substantially Two Plants in One 


line capable of delivering more than 3,000,000 gal. of 
water daily. Tests of the water from the reservoir show 
an average of 23% grains per gallon of total hardness, 
17.5 grains of total alkalinity and 6.0 grains of sulphate 
hardness, and for a number of years this water has 
received a soda-ash treatment at the engine terminal be- 
fore delivery to locomotives. However, a realization 
of the economies to be realized from the use of water 
having a much lower content of dissolved solids than it 
is possible to obtain with this partial treatment led to 
the decision to build a plant that would carry out a com- 
plete lime-soda ash treatment, supplemented with the 
use of sulphate of iron. 

The treating plant was installed near the Burling- 
ton’s wood preserving plant at the southern end of the 
terminal, at the point where the 16-in. main from the 
reservoir delivers the water to storage tanks, whence 
it is distributed throughout the terminal by booster 
pumps. The site had a further advantage in that the 
power house of the wood-preserving plant afforded a 
convenient source of steam for heating. 

The water-treating plant has been located in a by- 
pass of 12-in. pipe arranged, relative to the 16-in. de- 
livery line from the reservoir to the tanks, so that when 





In the Riffle-Box House, Showing Valve that Controls Lime-Soda 
As}: Discharge in the Center, and Sulphate of Iron Discharge at 
Lower Right 
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Looking Into the Mixing Room from the Storage Room—Sulphate 
of Iron Solution Tank in the Foreground—Reaction Tanks on the 
Right and Leit 
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a valve in the 16-in. line beyond the 12-in. connection 
is closed, the water from the reservoir passes through 
the treating plant before being delivered to the tanks. 


The Plant and Mixing Room 


The plant embraces two settling tanks 38% ft. in 
diameter and 40 ft. high, two reaction tanks 10 ft. 3 in. 
in diameter and 40 ft. 4 in. high and a one-story building 
35 ft. 6 in. wide by 49 ft., or more, in length. This 
house, which is built between the two settling tanks and 
encloses the lower portions of the reaction tanks, is 
divided into two rooms. The one next to the tanks has 
most of its floor at ground level and houses the mixing 
tanks, chemical pumps, and control apparatus. The 
other room, 21 ft. 8 in. wide by 34 ft. long, is used for 
chemical storage and is at car-floor level, being served 
by a track and a small unloading platform. 

Supported on top of the two reaction tanks, with 
wings extending over each of the settling tanks, is a 
frame enclosure that houses duplicate equipment for 
introducing the chemicals into the raw water, including 
the riffle boxes for mixing the chemicals and water be- 
fore they enter the two reaction tanks. This riffle-box 
house is reached by an outside stairway. 

The ground level house has concrete floors—on natural 
ground in the mixing room and on fill enclosed in con- 
crete walls in the storage room. Above the floors, the 
building has brick walls, and steel roof trusses support 
corrugated Transite roofing placed over insulation 
boards. The building is heated by means of unit heaters 
with steam supplied from the wood-preserving boiler 
plant. The building has no basement, but a pipe trench 
is provided to accommodate the raw-water and treated- 
water mains. This trench, together with a sludge pit, 
are covered by steel floor grating. 

A door from the store room opens onto a balcony, 
five feet wide, extending across an end of the mixing 
room on the same level as the floor in the store room, 
and the various tanks into which the chemicals are in- 
troduced are arranged conveniently on or adjacent to 
this balcony. 

Except for a sulphate of iron solution tank, which is 






Plan of Skimmers 
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Details of the Skimmers in the Settling Tanks 


a wood tub five feet in diameter and six feet high that is 
set against the middle of the balcony, the equipment in 
the mixing room is substantially in duplicate in a sym- 
metrical arrangement about the longitudinal axis of the 
plant. Thus, on each side of the iron solution tank is 
a chemical mixing tank, 9 ft. in diameter and 4% ft. 
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high, while on each end of the balcony and slightly over- 
hanging each mixing tank there is a soda-ash tank 7 ft. 
10 in. in diameter and 5 ft. high. 

Each soda-ash tank is equipped with a half-cylinde: 
wire mesh basket in which the charge is placed with the 
aid of a flight of steps ascending from the balcony floor. 
The soda ash is allowed to soak in this basket for six 
hours before the solution in the tank is emptied into 
the mixing tank through a two-inch pipe. The hydrated 
lime is charged into the mixing tanks through a screen- 
bottom hopper. Similarly, on the side of the iron solu- 
tion tank next to the balcony there is an iron dissolving 
box, made of sheet copper, into which the sulphate of 
iron is charged and from which the solution overflows 
into the tank. 

Each mixing tank is equipped with a 5-hp. motor that 
drives the agitator and a pump to deliver chemical from 
the tank, as well as a pump to deliver iron solution. The 
delivery pipes from all four of these pumps, 34-in. for 
the lime-soda ash and %-in. for the iron, are carried 
to the roof of the house, whence they extend up to the 
riffle-box house on top of the settling and reaction tanks. 
Between the roof of the mixing room and the floor of 
the riffle-box house, these pipes are placed inside an 
18-in. sheet-metal pipe that also contains a 2-in. steam 
pipe that carries steam to the radiators in the riffle-box 
house. As the 18-in. pipe that encloses all these lines 
is thoroughly insulated, the small chemical pipes are ef- 
fectually protected against freezing. 


Raw Water Delivery 


Raw water is brought into the plant through a 12-in. 
line that is divided into two 12-in. branches, which are 
carried inside the two settling tanks, from which they 
are extended as 12-in. risers to the two riffle-boxes over- 
head. Each of these consists of a wier box 42 in. by 
30 in. in plan, by 24 in. deep from which the water dis- 
charges into an inclined flume that is equipped with baf- 
fles around which the water must flow before reaching 
the reaction tank. 

The lime-soda ash mixture is discharged into the riffle 
box through a valve that is opened and closed to vary 
the amount of chemicals in proportion to the rate of the 
raw water discharge. This is accomplished by means of 
a chain over a pulley in the ceiling, that has one end 
attached to a counter-weighted valve handle and the 
other to a float in the wier box. A 1%-in. chemical re- 
turn pipe extends from this valve to the chemical mixing 
tank so that the valve is in a closed circuit through which 
the chemical is flowing at a constant rate, regardless of 
the amount of chemical being discharged into the riffle 
box. The sulphate of iron is discharged into the riffle 
box at a constant rate. However, the strength of the 
solution and the displacement of the sulphate of iron 
pumps may be adjusted from time to time as may be 
found desirable. 

Radial partitions divide each reaction tank into six 
sectors of equal size and as these partitions have open- 
ings alternately at the bottom and the top, the water 
pouring from the riffle box into the top of one of the 
sectors, must flow to the bottom and again to the top 
of the tank three times before it leaves the last sector of 
the tank and passes through a short flume to a down- 
comer, three feet in diameter, inside the settling tank. 

The treated water rising from the bottom of the set- 
tling tank is taken off at the top through a skimmer. 
This consists of two sheet-metal troughs 20 ft. long, 
18 in. wide and 15%4 in. deep that are supported in the 
tank so that the rims of the troughs are 2% in. above 
the established full-water level. The water enters the 
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troughs through pear-shaped holes punched in the sides 
at a spacing of two feet. These troughs are connected 
at one end to a funnel mounted at the top of a 12-in. 
pipe that extends down inside the tank and thence out 
into the mixing room three feet above the floor level, 
from which it passes into the pipe trench and out of 
the plant. 

A 12-in. tee placed in the treated-water discharge line 
just inside the tank provides a short branch that is 
equipped with a 10-in. quick-opening valve, and this 


a” from skimmer 
27 
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plant at the intake is equipped with three electrically- 
operated triplex pumps, each of which has a capacity of 
750 gal. per min., thus affording a maximum delivery 
of 3,000,000 gal. in 24 hours. 

These pumps are controlled manually by an attendant 
at the pumping plant in accordance with telephone in- 
structions from the treating-plant operator. ‘The latter, 
in turn, determines the required rate of delivery of 
treated water by watching the float indicators on the 
nearby storage tanks. 
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valve has an extended stem to a handle in the riffle-box 
house. Thus, in the event that either of the settling 
tanks is to be emptied for cleaning or inspection, it is 
possible to drain into the treated-water discharge line 
all of the contents of the tank to a level three feet above 
the bottom. 

The bottom of each settling and reaction tank is cov- 
ered with a grid of 4-in. perforated sludge removal pipes, 
the grids in each tank being divided into three units, 
each of which has a separate outlet pipe and valve. The 
sludge outlets for all four tanks discharge into a common 


pit from which a 12-in. sewer line leads to the point of 
disposal. 


Plant Operation 


Aside from the variation in the output of this plant 
which is made possible by the fact that it consists of 
duplicate units, either of which may be operated alone 
as weil as both in parallel, the rate of discharge from 
the plant is determined by the rate at which the raw 
water is delivered from the reservoir. The pumping 


General Plan of the Water-Treating Plant at Gales- 
burg, Showing the Arrangement of Equipment 


This treating plant was designed under the direction 
of H. G. Dalton, structural engineer of the Burlington. 
It was built by the Pittsburgh-Des Moines Steel Com- 
pany, Pittsburgh, Pa., under a contract that covered all 
work except the installation of electrical apparatus and 
steam heating, and pipe work outside the building, these 
items being handled by company forces. ‘The entire 
project was under the supervision of F. T. Darrow, chief 
engineer. 





ProHIBITION of the use of trucks on the highway between 
Santiago, Dominican Republic, and Puerto Plata to prevent 
competition with the government railroad over the same route 
has led to the increasing decline of business at the latter point, 
formerly an important steamship port. According to consular 
reports, the government restriction of highway traffic to the 
port has led to the development of highway trucking between 
the inland and Ciudad Trujillo, a newly constructed port. Ship- 
pers find it more reasonable to use motor trucks on longer hauls 
from the inland to the new port than to truck to the government 
railroad and thence to Puerto Plata, which operation involves 
an extra handling. 

















New Passenger Equipment for 
Challenger Service 


Three types of construction provide interesting comparison 
of fabricating materials and methods 


EW equipment, installed during the latter part of 
N 1937 in Challenger service on the Chicago & 

North Western and the Union Pacific between 
Chicago and Los Angeles, Cal., and on the Chicago & 
North Western, Union Pacific and Southern Pacific 
between Chicago and San Francisco, has added much to 
the popularity of this train and helped it to establish 
a notable record as a passenger traffic developer. This 
new equipment, built by the Pulhman-Standard Car 
Manufacturing Company, is of special interest to rail- 
way mechanical and operating officers because of three 
different types of construction represented; namely, 
welded girder-type Cor-Ten steel; riveted girder-type 
aluminum alloy ; and stainless-steel sheathing over welded 
truss-type Cor-Ten-steel body structures, respectively. 
A total of 23 cars of the first type have been built for 
the North Western, 45 cars of the second type for the 
Union Pacific, five of which consist of two articulated 
body units each, and eight cars of the third type for the 
Southern Pacific, two of which are made up of two 
articulated body units each, thus making a grand total 
of 83 new body units in 76 cars for use in Challenger 
trains.* 


Tke North Western Cars 


The 23 North Western cars include 16 chair cars, 
each seating 48 passengers and having a men’s room at 
the forward vestibule and a ladies’ lounge at the opposite 
dummy end; 7 chair cars, each seating 56 passengers 
and having a ladies’ lounge and a nurse-stewardess room 
at the forward dummy end and a general toilet and 
baggage locker at the opposite vestibule end. 

These cars are 81 ft. long over the couplers, 9 ft. 6 in. 





* A comprehensive article describing this unique coach-tourist service 
was published in the Railway Age of July 31, 1937. 







The Union Pacific Articulated Kitchen-Dormitory-Dining 
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wide between posts, 13 ft. 6 in. high from rail to roof, 
and 8 ft. 1 in. high from floor to ceiling. The 16 chair 
cars have an average light car-shell weight of 25,868 lb. 
The trucks weigh 37,960 lb. and the total light car 
weight is 112,980 lb. Design details are developed to 
meet the full strength requirements of railway mail 
service. All framing is of welded Cor-Ten steel, the side 
frames being of the girder type. Side sheets are spot- 
welded to the framing and the end sheets riveted. Roof 





Average Weights* of Challenger Chair Cars Involving Three 
Different Types of Construction 


C.& N. W. welded’ U. P. riveted S. P. welded 
girder-type girder-type truss-type 
Cor-Ten steel aluminum alloy Cor-Ten steel 
(Av. of 16 cars) (Av. of 28 cars) (Av. of 6 cars) 
ge Bee 25,868 20,900 25,648 
Cae DOG. TR cccsccee 75,020 70,822 68,400 
Trucks (two) Ib. .... 37,960 39,678 36,200f 
Tae eh, Te vcewescc 112,980 110,500 104,600 





* The weights given are average scale weights, less water. 
+ Scale weight, less draft lugs, sub floor and skirts. 
i Includes weight of one 10-kw. truck-mounted generator. 





sheets are spot-welded to carlines and purlins, and the 
roof is arc-welded and riveted to the framing. 

The floor construction is composed of pressed aluminum 
sheets over which is applied a light-weight composition 
cork mixture as a foundation for the top floor covering. 
The insulation of the floor, sides, ends and roof consists 
of one layer of 2-in. lightweight insulation covered with 
Sisalkraft paper. 

Draft gears consist of three Waughmats, each, and 
the couplers are of the tight-lock type with integral yokes. 
3arco metallic steam-heat connectors are installed. At 
the vestibule a pivoted-type step and a trap door are 
provided on each side of the car. The ends of the cars 
have outer stretch-rubber diaphragms (on 10 of the 
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The Body Structure of One of the C. & N. W. Coaches 


23 cars only) flush with the car sides and all 23 cars 
have inner enclosures made of canvas. 


The inside finish, including headlining, frieze, piers 
and wainscoting, is of tempered Presdwood, aluminum 
finish being used in the kitchen, and aluminum extruded 


sections for all moldings. The window capping is Cafo- 
lite. Interior doors are %-in. Plymetl with Galvanneal 
on both sides. Exterior doors, made of the same ma- 
terial, are 1 in. thick and glazed with % in. safety glass. 
Aluminum double sash are installed, the outside sash 
being sealed and glazed with *4¢-in. safety plate glass 
and the inside sash hinged and glazed with %4-in. safety 
plate glass. Brass hardware is plated aluminum color, 
satin finish. Partitions are %4-in. Plymetl covered with 
Galvannealed steel on both sides. 

The air-conditioning system consists of Waukesha ice- 
engine equipment with a Pullman-Standard overhead 
heating and cooling unit. The Vapor thermostatically 
controlled heating system is arranged to work in con- 
junction with the air-conditioning system. The radia- 
tion pipe is 134-in. copper fin tubing. The air-pressure 
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hot-and-cold-water system is installed with copper tubing 
and sweated fittings. 

Electric light is furnished by an axle-driven generator 
of the body-hung type and storage batteries. Individually 
controlled reading lights include a blue light for night 
use, located over each seat and built into the parcel 
racks. There are also center lamps in these cars for 
general illumination. 

The chair-car seats are of the double rotating-type 
with three-position reclining backs and rubber cushions. 
Lounge chairs in the men’s room are of metal, upholstered 
in leather. Lounge and dressing chairs in the 
room, of similar construction, are upholstered in fabric. 
The floor covering is %-in. Wingfoot rubber and the 
window curtains are Pantasote with cotton facing 

The 23 chair cars are finished in four paint color 
schemes with fabrics, floor covering, etc., to match. 
The color distribution is as follows: Eight cars, tan and 
brown; eight cars, green; three cars, Chartreuse and 
blue; and four cars, rose and grey. 

The trucks used on these cars are of the four-wheel, 
triple-bolster, cast-steel, equalizer-type, with friction 
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The Ladies’ Lounge and Dressing Room in One of the 
Cc. & N. W. Cars 


Union Pacific Challenger Car, with Car Body Built of Riveted Girder-Type Aluminum Alloys 
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Partial List of Materials and Equipment on the Challenger Passenger-Train Cars 


For 50 Union Pacific Cars 





Ct Eo bene egeKewessecwee - Pullman-Std. Car Mfg. Co. 
Car body materials: 
Aluminum alloys ...........00/ Aluminum Company of Am. 
Cor- OS ee i et Carnegie-Illinois Steel Corp. 
Stainless steel sheathing seaeuoewee eh ae” 
Steel for bolsters and end sills...... Republic Steel Corp. 
Extruded aluminum trim ........./ \luminum Company of Am. 
OE QUI «occ batocnscucte Natl. Mall. & Stl. Cstgs. Co. 
Draft gear rubber mats .......... Waugh Equipment Company 
IN ic tides yedwecweees . Pullman-Std. Car Mfg. Co. 
Sts SE: .cacesuevceneses .U. S. Rubber Products, Inc. 
EMOSE, GUIVES oc cccccccccgcees Tuco Products Corporation 
TRO, GUE ciccccsecccccsts Armstrong Cork Products, Inc. 
Fiberglas ..vccccccvccccccccce Gustin-Bacon Company 
Mee pebtatvceccvecewcks . 
IS cc dsiadacearanaen ‘ 
Composition flooring . 
GE Bac yaue6eedsi coueecal ‘Adams & Westlake Company 
Window GIBSS wecccsccces ee Pittsburgh Plate Glass Co. 
d Pressed Prism Plate Glass 
Colored mirrors ........ obeeeneuen Libbey-Owens-Ford Glass Co. 
Air brake equipment ............. Westinghouse Air Brake Co. 
; New York Air Brake Company 
DI GRUNER gcc cesescccceccoce Vapor Car Heating Company 
Metallic steam connectors ........ Vapor Car Heating Co. 
ER EP ES ee ~Coach & Car aeruean Co. 
SS oo ceswbeccceaeseteue . Mandel Brothers 
Rubber seat cushions............. -Dunlop Tire & Rubber Corp. 
EN no wten eeewne Formica Insulation Co. 
NFER ee eae. Safety Car Heating & Ltg. Co. 
SE, Sek Ubibeke bed ed ssavesd de Electric Storage Battery Co. 
Axle-generator equipment ......... Safety Car Htg. & Ltg. Co. 
Generator bolts and pulleys ....... Safety Car Htg. & Ltg. Co. 
ET Adams & Westlake Company 


Pullman-Std. Car Mfg. Co. 
? wae Luminator, Incorporated 
Air-conditioning system ........... Pullman-Std. Car Mfg. Co. 


Washstands and fittings .......... Standard Sanitary Mfg. Co. 
Crane Company 

MED 6:5 0s e ee boc tes vicvev eens . Duner Company 

Drinking water coolers ........+. . General Electric Company 

NED sass a veneer ceces _—— Brothers. 


Goodyear Rubber Compan 
Bigelow-Sanford Carpet Co. 
U. S. Rubber Products Co. 
Armstrong Cork Company 
Fabrics and leather soessecccccece Orinoke Mills 
. C. Chase & Company 
Collins & Aikman Corporation 
Mass. Mohair Plush Company 
Pantasote Company 
Blanchard Bros. & Lane Co. 
Cleveland Tanning Company 


Window shade fixtures .......... »-Adams & Westlake Company 
Range and steam table eqt. ...... a Stearnes Company 
EE, URED c6tsewdiccseceee’s -Gen. Stl. Cstgs. Corporation 
Loco. Finished Material Co. 
Nickel-forged steel equalizers...... . Republic Steel Corp. 


Simplex clasp brakes ............ ~ American Steel Foundries 

a | ear eee ce | 

PE WOES cc cneckscnecese 

Roller bearings and boxes ......... > Timken Roller Bearing Co. 
SKF Industries, Inc. 
Hyatt Roller Bearing Co. 
American Steel Foundries 

MEE, weuslekccesaess esvesineneae Bethlehem Steel area 
Carnegie-Illinois Steel Corp. 


Sherwin-Williams Company 
Glidden Company 
Thresher Varnish Company 
ici deweetoual . Pittsburgh Plate Glass Co. 
Pratt & Lambert Company 
} Sherwin-Williams Company 
Glidden Company 





uPont de Nemours & Co. 


For 23 C. & N. W. Cars 
Pullman-Std. Car Mfg. Co. 


Carnegie-Illinois Steel Corp. 


+ ~ . 


Aluminum Company ‘of Am. 
Natl. Mall. & Stl. Cstgs. Co. 
Waugh Equipment Company 
Pullman-Std. Car Mfg. Co. 

U. S. Rubber Products, Inc. 
Adams & Westlake Company 


Gustin-Bacon Company 


Tuco Products’ Corporation 
Tuco Products Corporation 
Hunter Sash Company 

Pittsburgh Plate Glass Co. 
Pressed Prism Plate Glass 


Westinghouse ‘Air Brake Co. 


Vapor Car Heating “Company 
Barco Manufacturing Co. 
Coach & Car Equipment Co. 
Heywood-Wakefield Company 
Heywood-Wakefield Company 
Dunlop Tire & Rubber Corp. 


Mishawaka Rubber & Woolen Co. 


Adams & Westlake Company 
Elec. Storage Battery Co. 
Gould Storage Battery Co. 
Phileo Radio & Television 
Safety Car Htg. & Ltg. Co. 
Dayton Rubber Co. 

Adams & Westlake Com any 
Pullman-Std. Car Mfg. Co. 
Luminator, Incorporated 
Waukesha Engine ethea Co. 
(With Pullman ~— ead Unit) 


Crane Company 

Duner Company 

General Electric Company 

Mandel Brothers 

Goodyear Rubber Company 

Bigelow-Sanford Carpet Co. 

U. S. Rubber Products Co. 

ny Cork Company 
C. Chase & Company 

Midgley & Borrowdale 

Pantasote Company 


National Lock Washer Co. 
Gen. Stl. Cstgs. Corporation 


American Steel Foundries 
Natl. Mall. & Stl. Cstgs. Co 
Magnus Metal Corp. 


Bethlehem Steel Company 
E. I. DuPont de Nemours & Co. 


. . 


Pittsburgh Plate Glass Co. 


For 10 Southern Pacific Cars 
Pullman-Std. Car Mfg. Co. 


Carnegie- Illinois Steel Corp. 
Car.-Ill.; Alleghany Steel Co. 


Aluminum Company ‘of Am. 
Natl. Mall. & Stl. Cstgs. Co. 
Waugh Equipment Company 
Pullman-Std. Car Mfg. Co. 
Rubber Products, Inc. 
Tuco -Products Corporation 
Armstrong Cork Products, Inc. 


Dry Zero Corporation 


Hunter Sash Company 
Pittsburgh Plate Glass Co. 
Mississippi Glass Company 
Pittsbur; Plate Glass 
Westinghouse Air Brake Co. 


Vapor Car Heating ‘Company 
Vapor Car Heating Co. 
Heywood-Wakefield Company 


General Fireproofing ‘Co. 
Dunlop Tire & Rubber Corp. 


. 7 . 


Pullman-Std. Car Mfg. Co. 
Thomas A, estate Inc. 


Safety Car Htg. & Ltg. Co. 
D. L. Jennings & Company 
Adams & Westlake Company 
Pullman-Std. Car Mfg. Co. 
Luminator, Incorporated 
Safety Car Htg. & Ltg. Co. 


Crane Company 

Duner Company 
Pullman-Std. Car Mfg. Co. 
Armstrong Cork Company 
Sloane-Blabon Corporation 


C. Chase & * Company 
Eotlias & y elie Corp. 
Moss Rose & Company 
Pantasote Company 
Lackawanna Leather Co. 
Adams & Westlake Company 
Gen. Stl. Cstgs. Corporation 
American Steel Foundries 


Symington-Gould Corp. 
Magnus Metal Corp. 


Standard Steel Works 
E. I. DuPont de Nemours & Co. 


Sherwin-Williams Co. 


Chicago & North Western Challenger Car Comprising Welded Girder-Type Cor-Ten Steel Construction 
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bearings and truck-mounted brake cylinders. Simplex 
unit-cylinder clasp brakes are applied. Air brake equip- 
ment is of the H. S. C. type, ‘arranged for pneumatic 
operation. 


The Union Pacific Cars 


The 45 Union Pacific cars include 28 chair cars, each 
seating 48 passengers and having men’s and women’s 
lounge rooms; 12 chair cars, each seating 56 passengers 
and having a nurse-stewardess room in addition to a 
women’s lounge, and five two-unit articulated kitchen- 
dormitory-dining cars. The 28 chair cars have the same 
general dimensions as those previously described. Their 
average light car-shell weight is 20,900 lb.; the truck 
weight, 39,678 lb., and the total light car weight, 110,500 
lb. The front half of the forward body unit of each 
articulated car is used exclusively to accommodate the 
dining-car crew, and the rear half the kitchen facilities. 





Seating Arrangement and Decorative Treatment in One of the 
Union Pacific Challenger Cars 
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Southern Pacific Challenger Car Comprising Stainless-Steel Sheathing Over Truss-Type Cor-Ten-Steel Body Construction 








The Dining Room of the Union Pacific Articulated Car 


The total length over the couplers of the two units is 
144 ft. The average weight, including three trucks, is 
207,700 lb. The dining room seats 68 persons. 

The body structure of the Union Pacific cars, also 
designed to meet the requirements of railway mail serv- 
ice throughout, utilizes girder-type side framing of alum- 
inum alloy, riveted, with end sills, bolsters, and cross- 
bearers of high-tensile steel, welded. Center sills, posts, 
carlines, sheathing, roof and other framing are of alum- 
inum alloy. 

The floor construction and insulation is of the same 
general type as that already described, also the draft 
gear, coupler and platform equipment. The same general 
type of inside finish also is used. 

The air-conditioning system is of the Pullman-Stand- 
ard mechanical type, with speed control and drive from 
one of the truck axles on each car. The water supply, 
heating system, electrical system and brake equipment 
are similar to those installed on the 23 North Western 
cars, except that Vapor metallic steam-heat connectors 
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are used. The chair cars have mechanically refrigerated 
water coolers. 

Chair-car seats are of the double rotating type, with 
reclining backs, equipped with rubber cushions. Lounge 
chairs in the men’s room are of walnut, upholstered in 





The Kitchen in One of the Union Pacific Articulated Diners 


leather. Lounge and dressing chairs in the ladies’ room 
are of aluminum, upholstered in fabric. Dining-car 
chairs are of light walnut with rubber cushions. Dining 
tables are of inlaid floor pattern, blister-proof Formica. 

The interior architectural and decorative treatment 
utilizes varied color schemes to avoid monotony and add 
to the attractiveness. Forty chair cars are finished in 
seven different paint color schemes, with fabrics, floor 
covering, etc., to match, the distribution of colors in- 
cluding tan and brown, green, brown and yellow, light 
rose and dark red, orange, Chartreuse and blue, and rose 
and grey. 

The five dining rooms are finished in three paint color 
schemes, including two in grey and wine; two in brown 
and yellow; and one in apricot and yellow. The five 
dormitory-kitchen units are finished in apricot and 
wine, with furnishings to match. 

The trucks used on the Union Pacific cars are of the 
Pullman-U. P. triple-bolster non-equalizer type, equipped 
with roller bearings. Four-wheel trucks are used at car 
ends and six-wheel trucks at all articulated connections. 
The trucks are equipped with unit brake cylinders and 
clasp brakes. Air-brake equipment on the cars is of 
the H. S. C. type. 


Southern Pacific Cars 


The eight Southern Pacific cars include six coaches 
for men and women, 79 ft. 2 in. long, and seating 48 
each, and two articulated two-unit cars. Each of these 
cars is made up of one body unit for women only and 
one body unit for men only. Each body unit is 66 ft. 
1 in. long and seats 50. The weight of each two-unit 
car, including three trucks, averages 172,200 Ib. The light 
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car-shell weight of the six 79-ft. men’s and women’s 
coaches averages 25,648 Ib.; the trucks with a truck- 
mounted generator, weigh 36,200 lb.; and the total car 
weight is 104,600 lb. These cars are of the conventional! 
width outside but 5 in. wider than usual inside. The tota! 
car height has been reduced 6 in. and the center of grav- 
ity lowered about 914 in. The car bodies are made of 
Cor-Ten steel, with Pullman welded truss-type side 
frames and stainless-steel exterior sheets finished in the 
regular Pullman-Standard olive green color. Under- 
frames are of the welded type and the general body con- 
struction, as well as the interior arrangement and decora- 
tive treatment throughout, are almost identical with that 
of the new S. P. Daylight cars, described in the Railway 
Age issue of March 13, 1937. 

All trucks are four-wheel, of the triple-bolster type. 
The Simplex unit-cylinder clasp brakes have double 
brake heads with four shoes per wheel and four brake 
cylinders per truck. Truck frames and journal boxes 
are cast steel of special design. The 10-kw. generators 
are truck-mounted. Axle journals are A. A. R. stand- 
ard 5% in. by 10 in. and 6 in. by 11 in., to suit varying 
weights of cars. Journal lubrication is of the self-con- 
tained wick type, developed on the Southern Pacific. 

All sash are double in one part, with the outer in 
fixed position, while the inner sash can be swung inward 
and upward for cleaning purposes. The sash are formed 
of aluminum extrusions and provided with rounded cor- 
ners. All glass is set with a patented rubber molding. 
The main sash in all of the passenger compartments are 
of unusual width, being 5 ft. 4 in. between posts. These, 
with relatively narrow piers, provide maximum vision 
for the passengers. Safety glass is applied in inside sash, 
and %-in. polished plate glass is applied in outer sash. 

For the interior, tempered Presdwood is used princi- 
pally for the side-wall linings and headlinings of all pas- 





Modern Seats, Wide Window Spacing and Decorative Features in 
One of the Southern Pacific Challenger Coaches 


senger compartments. For partitions and doors, alum- 
inum-covered plywood is used, securely bound to the car 
structure with ornamental moldings of aluminum in ex- 
truded and pressed designs. 
All cars are fully air-conditioned, using the Safety 
steam-jet system, with the outlets for the cooled air con- 
(Continued on page 847) 
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J. H. Nuelle Elected 
D. & H.’s President 


Experienced coal road ex- 
ecutive leaves L. @& N. E. 
to succeed L. F. Loree 


the Delaware & Hudson Company and its subsid- 

iaries, including the Delaware & Hudson Railroad 
Corporation, effective May 16, by election of the com- 
pany’s board of managers meeting on May 11, and was 
elected a member of the board by the stockholders of 
the company at the annual meeting of May 10. Mr. 
Nuelle, who has resigned as president of the Lehigh & 
New England and the Lehigh Coal & Navigation Com- 
pany, assumes the-post formerly held by Leonor Fresnel 
Loree, whose’ retirement was. reported and career de- 
scribed in the Railway Age of April 9, page 659. 

At the D. & H. annual meeting it was announced 
that J. T. Loree, vice-president oi the railroad since 
1923 and general manager since 1917, and in service 
with the road since 1911, had declined to offer himself 
for re-election to the board of managers or re-appoint- 
ment to his post with the railroad. Elected to the board 
of managers were Mr. Nuelle, F. W. Leamy, vice-presi- 
dent of the road, T.-L. Ennis, general counsel, and 
W. H. Davies, treasurer, to replace L. F. Loree, J. T. 
Loree and N. L. Miller and to fill one vacancy held open 
during 1937. . 

To fill the post vacated by Mr. Nuelle, Samuel D. 
Warriner, chairman of the Lehigh Coal & Navigation 
Company and the Lehigh & New England, has been 
elected temporary president of both companies. Mr. 
Warriner served as president of these companies between 
1912 and 1937, when he was succeeded by Mr. Nuelle. 

_The new D. & H. president has devoted 31 years of 
his 57 to railroading and saw most of his service with 
the New York, Ontario & Western,—as a member of 
the engineering staff in the early years, as an operating 
officer in the middle years and as president of the road 
for the seven years between 1930 and 1937. In January 
of the latter year, he was called to become head of the 
Lehigh & New England and its associated Lehigh Coal 
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J. H. Nuelle 


& Navigation Company. With the exception of a year 
spent with the Pennsylvania as a rodman, Mr. Nuelle 
has, therefore, been intimately associated with the activi- 
ties of predominantly anthracite-coal carriers; hence he 
comes to the Delaware & Hudson, itself an anthracite 
road, and to its subsidiary Delaware & Hudson Coal 
Company, splendidly equipped by his experience to deal 
with the problems he will face. 

In his connections with “the Old Woman” (O. & W.), 
Mr. Nuelle realized early that he -who would operate 
successfully a road so dependent upon anthracite traffic 
for its survival must learn the ins-and-outs of-the coal 
business. During the course of his successive executive 
posts with the road, therefore, he gave extensive study 
to the peculiar problems of anthracite mining and dis- 
tribution and gained for himself a wide reputation as a 
“coal man.” During the period of his presidency, the 
O. & W. increased its anthracite tonnage 53 per cent 
between the end of 1929 and 1936, while the total vol- 
ume of anthracite marketed dropped 29 per cent between 
the same years. Thus, while in 1929 and 1930 the O. & W. 
hauled but 3,064,883 and 2,897,742 net tons of anthra- 
cite, respectively, its tonnage of this commodity jumped 
to 5,188,668 in 1931, rose further to 5,741,341 net tons 
in 1932 and reached a peak of 6,580,757 net tons in 1934. 
In fact, the anthracite tonnage for each year of 1931 to 
1936, inclusive,-was at least three quarters of a million 
greater than the tonnage for any year since 1890, when 
completion of its Scranton division enabled the road to 
bid for coal traffic. In 1932, the company purchased 500 
steel gondola cars, partially to replace wooden cars and 
partially to care for increased traffic. In 1936, its an- 
thracite traffic constituted over 71 per cent of its total 
traffic volume and accounted for over 65 per cent of its 
freight revenues. 

While Mr. Nuelle was a member of its engineering 
staff, the O. & W. double-tracked its main line between 
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Cornwall, N. Y., and Mayfield yard, Pa., which job was 
completed in 1912. Connection with such construction 
work on a “mighty hilly” railroad was undoubtedly an 
important experience for the operating officer-to-be. On 
the whole, the 15 years between 1915 and 1930, during 
which he served in various operating capacities, were 
years spent in meeting the problems incident to getting 
heavy trains over heavy grades. As Mr. Nuelle has put 
it, “We had to take advantage of every little trick—or 
they didn’t get there!” 

An extremely seasonal passenger business between 
New York and lower Catskill mountain resorts presented 
further difficulties, especially in obtaining adequate roll- 
ing stock for the summer months without loading the 
road with equipment burdens during the remainder of 
the year, when passenger traffic was negligible. Com- 
pletion of good highways through the resort district in 
the middle ’Twenties and the resultant rapid increase in 
vacationers, intensified the problem by depressing further 
the slack traffic days and, relatively-speaking, boosting 
the peak days (when highways became congested). 

It is interesting to note that Mr. Nuelle is leaving the 
presidency of a corporation which had its beginnings in 
1818 to. become the new head of a corporation which 
was incorporated in 1823. Thus, in the course of his 
career, he will have headed two of the country’s oldest 
corporations. In other ways, too, they are similar; both 
started life as canal carriers to carry anthracite from 
the interior to consuming points; both are governed 
even at the present time by a “board of managers” ; 
both went into the railroad business originally as a “side- 
line” but have later developed into full-fledged railroads 
carrying diversified traffic, and known to traffic men as 
“bridge lines”; both have undertaken ancillary opera- 
tions of importance; and both own impressive securities 
portfolios. 

Thus the Lehigh Coal & Navigation Company, apart 
from its ownership of the Lehigh & New England and 
the Lehigh & Susquehanna (which it has leased to the 
Central of New Jersey), controls coal mines and a retail 
sales organization which has made “Old Company’s Le- 
high” famous; further, it still operates several water 
companies and only recently sold its electric power prop- 
erties. Actually it had its beginnings in 1793, when the 
Lehigh Coal Mine Company “took up” about 10,000 
acres of coal lands in Pennsylvania, but, according to 
an official history of the company (written in 1840!), 
the operating company was actually incorporated on Au- 
gust 10, 1818, as the Lehigh Navigation Company, which 
merged with the Lehigh Coal Company in 1820 to become 
the Lehigh Navigation & Coal Company. 

The Delaware & Hudson Company which holds all 
of the common stock of the Delaware & Hudson Rail- 
road Corporation together with the complete capital 
shares of the Hudson Coal Company, was incorporated 
in April, 1823, as the Delaware & Hudson Canal Com- 
pany. At various times during its history, this organi- 
zation has operated a canal from Honesdale, Pa., io 
Rondout, N. Y., maintained both “gravity” and standard 
steam railroad routes, mined and distributed anthracite, 
controlled lake steamer lines, and exercised control over 
traction and motor bus lines in the Albany, N. Y., and 
Schenectady areas. In recent times, under the leadership 
of Mr. Loree, the company has gone extensively into 
the railroad investment field, and during the consolida- 
tion furor of the late "Twenties and early ’Thirties, was 
named in several important proposals as the nucleus of 
extensive consolidated systems, including the “Fifth 
trunk line” and the North Atlantic Terminal System. 

The most spectacular “buys” of the company, perhaps, 
were its excursions into the market to buy quantities 
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of Lehigh Valley and Wabash stocks. At the close of 
1927, it owned $14,617,450 worth of Lehigh Valley 
common and $6,650,000 of common and $15,070,000 of 
preferred “A” shares of the Wabash. The company 
had acquired these holdings at a total cost of $41,233,442 ; 
it sold them to the Pennsylvania Company in April, 
1928, for a total of $61,967,173, by which sale the 
D. & H. netted a profit of $20,733,730. Later, in 1932, 
the Delaware & Hudson Company bought heavily into 
New York Central stock,—to the tune of 495,000 shares 
at a total cost of $11,065,350. To acquire funds for 
bonds maturing in May, 1937, the company sold 85,000 
shares, and, at present writing, holds 410,000 shares. 

In 1930, the Delaware & Hudson Railroad Corpora- 
tion was set up to take over the railroad properties for- 
merly operated by the Delaware & Hudson Company; 
hence since that year it is the latter organization which 
has engaged in investment activities. ‘The two com- 
panies, however, are closely linked, their officers and di- 
rectors’ panels are, to all purposes, identical, and as 
president of both corporations, Mr. Nuelle takes over a 
heavy investment portfolio as well as an 831-mile rail- 
road system. The annual report of the Delaware & 
Hudson Company for 1937 reveals that, as of December, 
1937, it owned marketable securities having a contem- 
porary market value of $20,468,574, for which it had 
paid $33,556,169. The list of these securities includes, 
apart from heavy railroad holdings, important stock and 
bond ownerships in utilities, oil companies and others, 
which may prove to be important factors in future earn- 
ings of the Delaware & Hudson group. In 1937, a year 
generally of passed dividends and defaulted interest, 
$1,193,006 of a total income of $49,364,608 was earned 
by the D. & H. from securities holdings. Coal and iron 
operations brought a gross of $21,370,359, while the rail- 
road unit took in $25,767,843. 

J. H. Nuelle was born in Chicago on April 9, 1881, 
and received his secondary education at Phillips Exeter 
Academy, Dartmouth College, and Princeton University, 
from which he was graduated in 1906 with a C. E. de- 
gree and a membership in Phi Beta Kappa. He entered 
railroad service with the Pennsylvania in 1906, as a rod- 
man. Late in 1907 he went with the New York, On- 
tario & Western as assistant engineer, was promoted to 
engineer maintenance of way in 1912 and became chief 
engineer of the road in 1913. In 1915 he became assist- 
ant general superintendent, was promoted to general su- 
perintendent in 1916. Between 1918 and 1920, during 
federal ownership, he served as federal manager of the 
road. On return to private operation, Mr. Nuelle be- 
came general manager. In 1923 he became vice-presi- 
dent and general manager, and in 1930 was elected presi- 
dent of the road. This post he resigned in April, 1937, 
to become president of the Lehigh Coal & Navigation 
Company and its subsidiary, the Lehigh & New Eng- 
land. 


A SPECIAL COMMITTEE appointed by the Belgian government 
has recommended the electrification of 450 kilometers (274.9 
miles) of railroad, taking as the basis for its decision the favor- 
able results of electric operation of the Brussels-Antwerp line 
which has been in service for almost three years. Three sepa- 
rate projects are outlined in the recommendation. One scheme, 
to be completed by 1941, contemplates electrification of approxl- 
mately 17 kilometers (10.5 miles) of suburban lines surrounding 
Brussels; the second route, covering 127 kilometers (78.7 miles) 
between Braine-le-Comte and Mons, is expected to be completed 
in 1944; the third project, totaling 147 kilometers (91.1 miles), 
connecting Ottignies with Namur and Brussels with Ostend, 1s 
slated to be in operation in 1947, 
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REC Rail Loan Bill Attacked 


Institutional bondholders, banks, and certain bankrupt roads 
object to giving government lending agency a prior 
lien—House committee sustains Jones 


holders of railroad bonds to that part of the 

Wagner-Steagall RFC railroad loan bill which 
gives the RFC a preferential status as to past and future 
loans and the announcement by Chairman Jesse Jones 
that the RFC had made a commitment to the Seaboard 
Air Line for a $2,200,000 equipment loan constituted 
the highlights of this week’s developments in the 
emergency railroad relief programs. Representatives of 
both the institutional bondholders and those carriers 
now in the process of reorganization under Section 77 
of the Bankruptcy Act appeared before the House bank- 
ing and currency committee on May 9 and 10 and 
urged the committee to delete or at least make the RFC 
guarantee feature not retroactive. Representatives of 
the commercial banks wanted to be placed in the same 
category as the RFC; and railroad labor, speaking 
through Representative Crosser of Ohio and J. G. Luhr- 
sen, president of the American Train Dispatchers Asso- 
ciation, wanted slight modifications made in the bill. 

As noted in last week’s Railway Age, the Senate bank- 
ing and currency committee reported out the bill, mak- 
ing only slight changes. Chairman Jones of the RFC 
appeared as the only witness before the Senate com- 
mittee and explained the purposes of the bill, pointing 
out that the bill came about as a result of a series of 
conferences which have recently been held and that it 
was intended to assist the railroads through the present 
period of depression. In response to inquiries from 
committee members, Mr. Jones said that the RFC will 
follow a policy of prohibiting dividend payments by 
railroads until loans under the bill have been repaid. 
He characterized the replacement and maintenance loan 
features of the bill as a “railroad PWA” program with 
the double advantage of keeping the railroads in first 
class condition with respect to equipment and roadbed, 
as well as providing for reemployment. 


S rotacrs opposition on the part of institutional 


Objection by Bondholders’ Groups 


On May 6 the House banking and currency committee 
began hearings on the Senate bill, S. 3948, with Chair- 
man Jones as the only witness. At that hearing Mr. 
Jones repeated his testimony given before the Senate 
committee. It was at this hearing that it developed 
that certain bondholder groups and certain railroads now 
in reorganization were not satisfied with that part of 
the bill which gives the RFC a prior lien on all securi- 
ties held by it as collateral for rail loans. At the request 
of these interests, the House committee decided to hold 
further hearings on May 9 and 10. , 

The first witness at the May 9 session of the com- 
mittee was Elihu Root, Jr. of New York City, who 
appe:red as a representative of the first and refunding 
Mortgage bondholders of the Chicago, Rock Island & 
Pacitic, other institutional investors and certain roads 
in fmancial reorganization. Mr. Root told the com- 
mittce that he and the interests he represented were 
stronsly opposed to the RFC preference feature of the 
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bill insofar as it was retroactive and applied to loans 
already made. He went on to explain by citing the 
case of the Rock Island. According to Mr. Root, in 
May, 1934, the bondholders obtained an injunction 
against the RFC restraining it from exercising its right 
of foreclosure on the $40,000,000 of securities it held 
as collateral for a $13,000,000 RFC loan. This case 
was ultimately carried to the United States Supreme 
Court where the Court decided that despite the pro- 
visions in the notes given the RFC by the Rock Island 
providing for its right of foreclosure, the bankruptcy 
statute cut across these rights and required that the 
collateral of the RFC be held in status quo until the 
reorganization of the road had. been completed. Due to 
the fact that the road has now been in the process of 
reorganization for five years and the value of the col- 
lateral had steadily gone down until at the present time, 
according to Mr. Jones, it is not worth as much as the 
loan by about 50 per cent, the RFC drafted the pro- 
posed bill so as to circumvent the action of the Supreme 
Court in tying up the RFC’s collateral. 


Committee Queries Bell and Root 


The committee members queried both Mr. Root and 
M. L. Bell, general counsel for the Rock Island, as 
to the mechanics of the Rock Island receivership and 
the reason for its prolongation for a period of five years. 
Mr. Bell said that the real reason for the road still 
being in receivership was its inability to earn enough 
to pay the fixed charges of a reorganization plan. Both 
men denied that the receivership was extremely costly 
to the road. 

The acting chairman of the committee, T. Alan Golds- 
borough of Maryland, asked Mr. Root whether or not 
he believed the RFC should be placed on the same basis 
as other creditors of the Rock Island. Mr. Root did 
not think so, but he did object to the RFC being able 
to dispose of its collateral when it saw fit. Representa- 
tive McKeough of Illinois spent considerable time in 
questioning both Mr. Root and Mr. Bell, his thesis be- 
ing that the RFC should be protected at all costs and 
that it should not receive the same treatment in a reor- 
ganization as other creditors, in view of the fact that 
it came in as a rescuer and loaned money when all 
other sources had failed. He said that this controversial 
portion of the bill was inserted to prevent the courts 
from doing as the Supreme Court had done in the Rock 
Island case in May, 1935, when it upheld the injunction 


against the RFC restraining it from selling its collateral 
securities, 


Dilution of Collateral Feared 


Mr. Bell’s main objection to the disputed portion of 
the bill was that it would unduly delay reorganization 
by instilling fear in the minds of the creditors that the 
RFC might, at any time, decide to dispose of its col- 
lateral, thus diluting the assets of the road. In the 
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case of the Rock Island note for $13,000,000 which is 
guaranteed by $40,000,000 of bonds, if the RFC sold 
the bonds the Rock Island would have to deal with not 
$13,000,000 but $40,000,000 of bonds in the hands of 
the public. The result, according to Mr. Bell, would 
be demoralization of the creditors and inability to work 
out a reorganization. 

During Mr. Root’s presentation, Mr. Jones enlivened 
the discussion by reminding him that his committee 
which is about ready to submit a plan of reorganization 
for the Rock Island, had never asked the RFC to sit 
in on any discussions of the proposed plan. Mr. Root 
was quick to tell Mr. Jones that he would be glad to 
have the RFC sit in if they so desired. 


Anderson Opposes Retroactive Feature 


The institutional bondholders continued their attack 
on the RFC preferential status feature of the bill when 
the committee convened on May 10. The first witness 
was Col. H. M. Anderson, co-receiver of the Seaboard 
Air Line and attorney for several bondholders’ com- 
mittees who took the position that his interests had no 
objection to making this feature applicable to future 
loans to railroads made by the RFC, but that they were 
definitely opposed to the retroactive feature of the bill. 
Answering this phase of Col. Anderson’s argument, 
Acting Chairman Goldsborough said that he could see 
no difference between past loans and those to be made 
in the future. He then asked Col. Anderson whether 
he thought it would be fair for the Congress to legislate 
to protect the bondholders of the Rock Island from a 
potential dilution of their assets by a foreclosure of col- 
lateral by the RFC and permit this dilution to take 
place in the future when other roads are forced to 
resort to judicial reorganization. Mr. Goldsborough 
thought this would be the rankest discrimination against 
bondholders of roads not now in reorganization. He 
also observed that “Congress can’t go on assuming that 
railroad bonds will be more valuable than they are now.” 
Answering the institutional bondholders’ plea, Repre- 
sentative Goldsborough asserted that “it is rather dis- 
couraging to Congress to have those who have been 
helped and helped to come here and ask for continued 
help.” 


Cady Urges Deletion 


Samuel H. Cady, vice president and general counsel 
of the Chicago & North Western and the Chicago, St. 
Paul, Minneapolis & Omaha, told the committee that 
this feature of the bill will make possible the dilution 
of railroad securities and will bring so much uncer- 
tainty into the railroad picture that it will be almost 
impossible to reorganize those roads now in the process 
of reorganization. Commenting on a fear expressed at 
the previous day’s hearing by certain congressmen that 
the United States Government would lose in some of 
the railroad reorganizations, Mr. Cady remarked, “Don’t 
worry about the 130,000,000 people in this country get- 
ting the short end of the deal with Jesse Jones at the 
head of the RFC.” Mr. Cady also told the committee 
that if the present bill becomes law, Mr. Jones could 
sell the Chicago, St. Paul, Minneapolis & Omaha by 
foreclosing on his collateral which is held as security 
for a loan to the North Western. Also, according to 
the witness, the RFC head could dispose of the Superior 
Coal Company and the Sioux City Bridge Company. 
He then pointed out that were Mr. Jones to do any of 
these things, he could ruin the North Western. He did 
not believe Mr. Jones would do such a thing, but he 
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feared that some future head of the RFC might not be 
so well-intentioned as is Mr. Jones. He closed his 
statement by pleading with the committee to delete this 
provision of the proposed law so as not to endanger 
pending railroad reorganizations. 

Another witness was Paul D. Miller, an attorney of 
New York City, who told the committee he represented 
several commercial banks which held secured notes of 
the New York, New Haven & Hartford. Mr. Miller 
would have no objection to the bill if the commercial 
banks and other creditors who hold collateral for loans 
were to be given the same treatment as that to be ac- 
corded to the RFC. “If it is sound policy to encourage 
loans to railroads by the RFC,” said Mr. Miller, “‘it is 
equally sound policy to apply it to commercial banks.” 
Mr. Miller also questioned the constitutionality of the 
controverted section of the bill because of the fact that 
it discriminated between creditors of the same type. 

Representative Crosser of Ohio appeared briefly be- 
fore the committee and urged that the September 1, 1937 
date with reference to furloughed men be deleted from 
the bill as he said that men furloughed before that date 
probably needed more and were just as entitled to re- 
employment as those furloughed after September 1, 1937. 
J. G. Luhrsen also appeared for the Railway Labor 
Executives Association and urged that the date be 
stricken from the bill and that those employees now 
receiving partial employment be accorded the benefits of 
the bill. He also wanted an amendment providing that 
the wages to be paid for this new work shall be the 
same as those now in effect between the unions and the 
railroads. 


Jones Chides Attorneys 


The final witness was Chairman Jones who began his 
statement by telling the committee that the opponents 
of the bill “were getting excited about nothing.” “They 
talk about what we might do,” he said. “We have no 
intention of selling collateral, but if we think the situa- 
tion requires it, if we think the interests of the govern- 
ment are jeopardized, then we will move.” 

Mr. Jones also said that he thought the United States 
Government was a better friend of the bondholders than 
the men who were representing them. He also pointed 
out that the RFC did not intend to punish anyone. 
Asked for his reason for the extended delay in reor- 
ganization cases, Mr. Jones told the committee that one 
reason was the fact that security holders preferred to 
put off “the evil day.” He then went on to describe as 
“ridiculous” claims of attorneys for security holders’ 
committees and banks that the proposed legislation would 
delay reorganizations and hurt rather than help solve the 
railroad problem. He also admitted that Section 77 had 
caused delay in reorganizing railroads. 

Asked by a member of the committee if the RFC 
participated in reorganization proceedings, Mr. Jones 
said: We are not invited to sit at the first table. We 
seldom see a plan until it is printed. The government 
has been a better friend to the people these gentlemen 
are trying to represent here than they are. We are 
keener to see railroads complete their reorganizations 
than they are. You find me a security holder who wants 
to reorganize and I will find you a green blackbird.” 

It was during Mr. Jones’ rebuttal testimony that he 
revealed that the RFC had made a commitment to the 
Seaboard for a loan of $2,200,000. After the hearing 
Mr. Jones told reporters that the Seaboard was planning 
to use the loan to purchase ‘nine new locomotives. 
Asked to comment on the possibilities of rail loans, Mr. 
Jones said, “I think we cannot make many loans to 
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railroads either with or without ICC approval until 
there is a considerable upturn in business.” 

The House committee on May 11 voted to report a 
bill similar to the Senate bill, but decided to introduce a 
new bill. The bill as reported will not contain the 
75-25 provision for labor and materials which would 
have compelled those roads borrowing money for main- 
tenance to use 75 per cent for labor and 25 for materials. 
The new bill will leave this division of the money to 
the discretion of the RFC. Also, the bill will provide 
for the present going wage in the industry for all men 
who are reemployed. Another feature which was re- 
quested by labor and which is incorporated in the new 
bill, is that there shall be no time limit on furloughed 
men and men who are partially employed at the present 
time will be entitled to share in the work created by the 
loans for maintenance. The committee also left in the 
new bill the controversial feature which will give the 
RFC the right to foreclose on collateral held by it 
whether it be for past loans or loans to be made under 
the new bill. It is expected that the bill will be acted 
upon at an early date in both the House and Senate 
with passage in its present form being virtually assured. 


Santa Fe Prepares 


New California Service 
ea the decision of the California Rail- 


road Commission in the California bus case, an- 
nounced in the Railway Age of April 23, page 743, 

the Atchison, Topeka & Santa Fe has filed with the com- 
mission a certificate of acceptance of all the terms and 
conditions of the decision. The certificate was accom- 
panied by an affidavit stating: “The A. T. & S. F. has 
purchased and received delivery of two light-weight 
high-speed, air-conditioned, Diesel-electric trains of the 
latest type. These trains will be ready and available for 
service between Oakland, Calif., and Bakersfield on or 
before 120 days from April 18, the date of the decision.” 
The bus equipment for the highway operations of this 
co-ordinated service will be equally modern, and consists 
of a fleet of A. C. F. buses insulated against noise, dirt 
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and atmospheric conditions, each carrying an independent 
air conditioning unit which completely changes the air 
content of the equipment every three minutes. These 
buses will be a part of the fleet of 45 new air-conditioned 
buses recently purchased by the Santa Fe Trailways at 
a cost of nearly a million dollars. 


New Passenger Equipment 


for Challenger Service 
(Continued from page 842) 


cealed behind the indirect lighting along the center lines 
of the cars. Heating is thermostatically controlled, the 
overhead heat operating in conjunction with cooling units 
through the cooling ducts and outlets. 

The general interior color scheme provides for the 
treatment of all cars in four basic sets of interior paint 
colors; and with these four sets of colors, two sets of 
interior finishings are used. The sets of colors used are: 
First, blue, with ceilings of light cream, walls of light 
blue and base of dark blue; and second, green, with ceil- 
ings of deep ivory, walls of light green and base of 
dark green. These two sets of wall colors come under 
the classification of cool colors, and with them the up- 
holstery fabric colors and floors follow the warm tones. 

The architectural treatment of Challenger cars for the 
Southern Pacific, as well as for the North Western and 
the Union Pacific was developed by the Pullman-Stand- 
ard Car Manufacturing Company. In the case of the 
Southern Pacific cars, the interior arrangements, color 
schemes and decorative treatments, also, were of Pull- 
man-Standard design. 

In analyzing the table of comparative weights for the 
three different types of construction, consideration should 
be given to the fact that partitions and doors on the North 
Western and the Union Pacific cars are of aluminum- 
covered plywood. The North Western cars have equal- 
izer type truck and carry air-conditioning equipment with 
individual self-contained power plants. The U. P. cars 
have somewhat heavier trucks, including roller bearings 
on all journals. The Southern Pacific cars combine light 
truck construction with relatively lightweight interior 
fittings and equipment. 





One of the Fleet of 45 Air-Conditioned 





A. C. F. Buses Purchased by the Santa Fe 
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Senate Report Favors 
Fourth-Section Repeal 


WasuincTon, D. C. 


ASSAGE of the Pettengill bill to repeal the long- 
P and-short-haul clause of the Interstate Commerce 
Act’s fourth section is required in the interest of 
a square deal for the railroads and their employees, and 
in fairness to interior communities dependent entirely on 
rail service, according to the majority report submitted 
to the Senate on May 10 from the committee on inter- 
state commerce. Senator Minton of Indiana who pre- 
pared the report reviewed the issues and explained that 
the proposed change would be “procedural in character,” 
leaving a$ they now are “the substantive provisions of 
the Interstate Commerce Act.” Conceding that “it is 
perhaps only natural that those now having an unfair 
advantage seek to have it continued,” Mr. Minton never- 
theless asserted that “it is most unsound to contend that 
the railroad industry and railroad employees dependent 
upon such industry are not entitled to a fair and equal 
opportunity to compete for the traffic of this country.” 
A minority report in opposition to the bill was to be 
filed by Chairman Wheeler of the committee on inter- 
state commerce during the latter part of this week. The 
committee voted a favorable report on the measure on 
April 26, but there was some delay in getting the ma- 
jority and minority views in shape for presentation to 
the Senate. The bill passed the House of Representa- 
tives by a vote of 268 to 120 on April 14, 1937, during 
the first regular session of the present Congress. 


Rumblings of Senate Opposition 


Rumblings of Senate opposition were heard on May 9 
when Senator Copeland of New York presented an ad- 
verse resolution adopted by the Council of the City of 
New York. Senator Ashurst of Arizona was pleased to 
learn of the Copeland opposition, and he went on “with- 
out making any threats,” to announce that “the snow 
will be flying,” before the bill is passed. Whereupon the 
New Yorker suggested his Arizona colleague “will be 
still more pleased to know that for once I shall join 
him in a long-continued filibuster, if necessary, because 
I share his feeling about the Pettengill bill; and I shall 
be with him until the snow flies, if necessary.” 

Senator Minton’s report first points out how the bill 
has passed the House in each of the past two sessions 
of Congress, and how lengthy and full hearings were 
held by the Senate committee. In the recent sessions 
he finds that “nothing new of any substance” was pre- 
sented except that “the condition of the railroads has 
become progressively worse, involving the unemployment 
of additional thousands of railroad men and women.” 
The report goes on to point out that remaining provisions 
of Interstate Commerce Act “will afford full, adequate, 
and complete protection” to all interests, because the 
long-and-short-haul provision “is merely a phase of sec- 
tion 3.” In this connection the bill places on railroads 
“the burden of proof to justify a lower rate or charge 
for the longer distance against any claim of a violation 
of sections 1, 2 and 3.” After quotation of eaclr of these 
three sections and section 6 relating to tariff publication 
there is further discussion of remaining safeguards, in- 
cluding the observation that “any contention of op- 
ponents of this bill that this proposed amendment of 
section 4 casts any burden upon them is without founda- 
tion.” On section 500’s declaration of policy “to foster 
and preserve in full vigor both rail and water trans- 
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portation,” the report cites the April, 1934, decision 0: 
the United States Supreme Court in Mississippi Valley 
Barge Co. v. United States; from which it quotes: “The 
admonition does not mean that carriers by rail shall be 
required to maintain a rate that is too high for fear that 
through the change they may cut into the profits oj 
carriers by water.” 

A consideration of the Interstate Commerce Con:- 
mission’s power to fix both maximum and minimum 
rates, i. e. to prescribe the exact rate, leaves the majority 
unimpressed by opposition arguments, based on the dis- 
crimination of long ago. “A discussion of what may 
have happened in the days before the commission had 
such power,” the report says, “sheds no light upon the 
existing situation and is not informative in connection 
with the present inquiry.” 


I. C. C. Has Been Legislating and Managing 


Attention is called to Commissioner Eastman’s ad- 
mission that the enactment of the bill “would not affect 
the power of the commission to give full protection to 
everyone against any violation of the law ;” and Senator 
Minton goes on to address himself to what he calls the 
natural inquiry as to why the commission opposes the 
measure. He finds evidence that the commission “in the 
administration of the long-and-short-haul provisions of 
the fourth section of the Interstate Commerce Act, as 
amended by the Transportation Act of 1920, has in ef- 
fect performed the legislative functions of Congress, as 
well as the managerial judgment of the railroads.” This 
assertion is bolstered by citations which are called “il- 
lustrative of the legislative policy adopted by the com- 
mission in its administration of the present long-and- 
short-haul provisions of the fourth section.” 

Before discussing the various interests supporting the 
bill, the report calls attention to the fact that “the rail- 
road industry is the only form of transportation handi- 
capped by the burdensome and unwieldy restrictions con- 
tained in the fourth section. . . . Other competitive forms 
of transportation have no such restriction.” 

The discussion of evidence offered by the 21 standard 
railway labor organizations leads the majority to the 
conclusion that the workers “properly seek to have this 
discriminatory shackle removed from the railroad in- 
dustry so as to enable it more fairly to compete for thé 
traffic of this country. They have statistically demon- 
strated that when loaded car-miles transported on rail- 
roads increase there is an increase and improvement in 
railroad employment, and when loaded car-miles fall off, 
railroad employment is reduced.” The support of the 
Association of American Railroads and the American 
Short Line Railroad Association is mentioned briefly, 
with attention called to the “scores of telegrams from 
presidents or trustees of railroads in every section of the 
country, expressing the need for this legislation and 
urging enactment of this bill”—this demonstration of 
support coming “after comment made during the hearing 
respecting the position of presidents of individual rail- 
roads.” 


Support from Shippers 


The National Industrial Traffic League also supported 
the bill, which “grew out of the general dissatisfaction, 
both of shippers and carriers,” with the present provi 
sion and its administration, Further support came from 
representatives “of many important producing industries, 
dependent upon the railroads, particularly in the West”: 
and, while some farm organizations were in opposition, 
“there are many agricultural organizations which have 
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given long and careful consideration to this bill and now 
strongly urge its passage.” 

The competition now confronting the railroads is said 
to be “without precedent in the history of the country. 
. . . It is indisputable that the intercoastal steamship 
lines now have and for some time in the past have had 
a practical monopoly of all traffic transported between 
the seaboards, with the exception of perishables. 
Large amounts of traffic have been diverted to other 
competitive forms of transportation, including inland 
waterways, rivers, and canals, the rights-of-way for 
which are principally maintained through government 
expenditures.” 

Meanwhile, the majority finds it “obvious from the 
record” that the regulation of competing transport agen- 
cies would not remove the necessity for enactment of the 
bill. Water carriers, it explains, “whether or not regu- 
lated, will always be the rate-making carriers between 
the ports. . . . The water lines would continue to fix 
the level of the rates between the ports, and the necessity 
of meeting this competition from the standpoint of the 
general public interest and the interior producers would 
continue.” . 

Reference is next made to the interior’s losses to the 
coast cities, and the report proceeds to consider the need 
for an adequate rail transportation system. The conten- 


Communications . 


Stabilized Jobs or Stable 
Wages?— We Can't Have Both 


To THe Eprror: 


Your editorial “United We Stand, Divided We Fall” is, like 
most of yours, excellent. Particularly good was the portion 
about Hamlet being omitted from the play, because today many 
business men and labor leaders seem to be under the delusion 
that it is far better to hold prices and wages stable than it is 
to stabilize production and employment by encouraging the con- 
sumer to buy. I think the failure of managements, railroads 
and others, to appreciate more fully the fallacies of this policy 
is as much responsible for our present troubles as are unsound 
government activities and mounting taxes. 

The labor policy of rising and inflexible wages has not aided 
a policy of flexible prices. Nevertheless managements are still 
largely responsible. They have failed to point out to labor the 
greater benefits to purchasing power exerted by lower prices, 
large volume, and small-per-unit profits. Often they have agreed 
with labor, figuring that consumers will accept any increases in 
Price that are necessary. Lacking determined convictions they 
have lacked strength in meeting unsound demands. 

The railroad price situation has its own peculiarities, but fun- 
damentally it is the same. Inflexible or rising prices adopted by 
sellers to railroads compel the railroads with their giant capital 
structures to follow suit. Although declining rates by them- 
selves will not benefit the country, declining rates coupled with 
declining prices will. If railroad managements would persuade 
others to follow the mass production policy, they could do so 
themselves. 

The failure (or apparent failure) to present labor with al- 
ternatives shows itself most clearly in railroad managements’ 
attitude toward agreements with railroad unions. Take the train 
service rules that often result in grossly excessive rates of pay 
and in excessive crews at work. Adjusting these to a basis of 
work received for compensation rendered and to modern needs 
may mean loss of jobs for many. Unless new jobs can be 
offered, it is difficult to imagine labor acceding to badly needed 
reforms. As examples of new jobs, more switching crews to 
Sive better service could be used in place of fewer road crews. 

mployment would be expanded by operating many more small- 
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tions of opponents are said to be the same as those pre- 
sented to the House committee. The opposition of com- 
peting transport agencies and their customers “is readily 
understood because of the fact that they now have an 
advantage resulting from this burdensome restriction of 
the fourth section.” And “careful analysis of the record” 
indicates that the opposition of others “can only have its 
origin in what may have occurred prior to the existing 
regulatory powers of the Interstate Commerce Commis- 
sion.” 

Before concluding his report Senator Minton thought 
it “of peculiar significance to note that the record shows 
that the United States Government, when called upon to 
assume responsibility for the successful operation of a 
rail transportation agency, follows the practice of charg- 
ing less for the longer haul than for the shorter haul on 
the same route and in the same direction for the purpose 
of meeting water competition. The Alaska Railroad, 
operated by the Department of the Interior . . . publishes 
and charges rates from Seattle, Wash., and Tacoma to 
Anchorage, Alaska, during the season of navigation 
through Cook Inlet, very materially lower than the rates 
to intermediate points on the Alaska Railroad. No au- 
thority from the Interstate Commerce Commission is 
necessary to enable the Alaska Railroad to establish and 
maintain such rates.” 


unit passenger trains, needed to. give the frequency of service 
required to maintain and build traffic, in the place of large crews 
on present trains. It is clear that too many men are being used 
on some jobs at the expense of much valuable work that should 
be done not only in maintenance, advertising and purchasing 
fields, but in the operating field itself. 

This letter is not meant to simplify unduly the complex prob- 
lems besetting managements or to belittle the great strides taken 
by managements and labor in meeting their common problems. 
Rather it is an attempt to point out vital steps that should be 
taken and have not been. 

Contemplating all that has occurred recently, it is certainly 
appalling that a nation with our resources now threatens to drag 
the rest of the world into another depression. Still worse, is 
the spread of unsound devices to counteract the fear of inse- 
curity, such as made work, spreading work, preventing techno- 
logical improvements, and, to help this made work, taxes and 
more taxes. Unless managements stand together in having and 
in offering sound economic ideas, they will naturally succumb 
to the pressure of those with unsound ideas. At the same time, 
unless all parties concerned with our economic welfare co- 
operate with an understanding of each other’s needs there will 
be continued recriminations and degeneration into the status of 
some of the present day European countries. God forbid! 

A Bupprnc RAILROADER. 


Roundabout Routing 


To THE EpITor: 


In the April 30 Railway Age appears a sarcastic letter from 
“Railroad Man” who criticizes the government for shipping a 
car of gasoline from the St. Louis Terminal to Osborn, O., a 
distance of 400 miles, via the Ill. Term.; Chi. and Ill. Midland; 
Chi. & N. W.; Indiana Harbor Belt; Chi. So. Shore & So. Bend; 
Nickel Plate and the Erie, which enabled each of those com- 
panies to obtain revenue. 

Had the car been dispatched by the shortest route “Railroad 
Man,” and probably the Railway Age, would have criticized the 
government for being parsimonious. 


PHILADELPHIA, PA, 


Georce H. Barnes. 
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No Jobs Lost in 
Express Merger 


Express Agency to take over 
all S. E. employees—Combine 
will save $360,000 


No opposition to the dissolution of the 
Southeastern Express and the affiliation of 
the Southern with the Railway Express 
Agency was evidenced when the Interstate 
Commerce Commission held hearings on 
May 5. Appearing as principal witness for 
Railway Express was W. W. Owens, vice 
president of the company, who outlined 
the proposals of the Southern which were 
described in Railway Age of April 16, 
page 712. After explaining the agreement, 
Mr. Owens told the commission that the 
merger of the two companies would result 
in an estimated annual saving of $360,003. 
He also cited better service to the shipping 
public as a reason for the action. Exhibits 
were introduced to show that the Railway 
Express has a lower unit cost than the 
Southeastern. 

Answering a question from the bench as 
to the disposition of the employees of the 
Southeastern, Mr. Owens stated that all 
employees of the Southeastern would be 
taken over by Railway Express. The 
witness, in response to questions from rep- 
resentatives of various Southern chambers 
of commerce, said that the present tariffs 
will be continued in effect and that there 
will be no break in service at the time 
that the change-over is made. 

Mr. Owens also explained the corpor- 
ate set-up of the Railway Express, point- 
ing out that its capital structure consisted 
of 1,000 shares of common stock of no par 
value. No dividends are paid to the stock- 
holders, he said, because of the fact that 
after expenses are paid, the balance of the 
income of the company is distributed to 
the roads handling the traffic on the basis 
of pooling agreements. Asked as_ to 
whether or not the Southern would have 
any proprietary interest in the Railway 
Express, Mr. Owens said that it was con- 
templated that that carrier would buy about 
24 shares if certain other roads could be 
induced to sell. 

Another witness for the proponents was 
T. H. Seay, comptroller of the Southern, 
who briefly outlined the history and finan- 
cial set-up of the Southeastern Express. 
He told the commission that no stock of 
the Southeastern was held by the Southern 
and that the company was operated as a 
separate entity from the Southern. He 
did state, though, that the Southern had a 
contract with the Southeastern whereby 








I 





Wage Cut Notices 


The railroads of the United States, 
including the Railway Express 
Agency, on May 12 notified the 
chairmen of their employees’ organ- 
izations of intention to reduce, on 
July 1, present basic rates of pay 
by fifteen per cent. “This action,” 
says the statement of the carriers 
joint conference committee, “is com- 
pelled by conditions now confronting 
the railroad industry. We wish the 
public and railroad employees to 
know what those conditions are, be- 
cause both the national welfare and 
the welfare of railroad men are 
necessarily dependent upon the wel- 
fare of the basic transportation in- 
dustry of the country. The current 
level of railway wages cannot be 
maintained under existing circum- 
stances. Obviously the condition of 
the railroad industry, the general 
situation of business and the factors 
which must determine rates of pay 
make a reduction both necessary and 
justified.” 











that road would buy all the equipment of 
the Southeastern at any time that the 
railroad decided to terminate the relation- 
ship. Specifically, the Southern agreed to 
buy this equipment for $1,000,000 which is 
the amount of the capital stock of the 
Southeastern outstanding. Mr. Seay indi- 
cated that his company would purchase the 
equipment from the Southeastern and then 
sell it to the Railway Express, but that 
the Railway Express would appraise the 
equipment and not pay the full $1,000,000 
for it. As a result, the Southern would be 
obliged to make up the difference to the 
Southeastern stockholders. Upon payment 
of the $1,000,000 to the Southeastern, that 
company will be dissolved. 

Other witnesses appearing were W. L. 
Palmes, special accountant for the receiv- 
ers of the Mobile & Ohio; J. M. Hood, 
president of the American Short Line Rail- 
road Association, who appeared for sev- 
eral of the short lines who have agree- 
ments with the Southeastern, and W. H. 
Holmes, general chairman of the Order of 
Railroad Telegraphers. An appearance 
was also made by the Brotherhood of Rail- 
way Clerks who told the commission that 
they were only interested in whether or 
not their members employed by the South- 
eastern would be discharged. 

After counsel for the various parties 
had decided that there was no need for 
filing of briefs, the commission closed the 
case and submitted it for decision. 
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Would Reject Bus 
Merger Proposal 


I.C.C. gets report recommend- 
ing disapproval of U.P.- 
Burlington plan 


Plans of Interstate Transit Lines to care 
for Chicago, Burlington & Quincy require- 
ments for bus service in the same manner 
in which it now serves its present parents— 
the Union Pacific and the Chicago & North 
Western—will be frustrated if the Inter- 
state Commerce Commission adopts the 
recommendations of a_ recently-published 
proposed report by J. Edward Davey, chief, 
Section of Finance, Bureau of Motor Car- 
riers. Mr. Davey holds that the evidence 
is insufficient to sustain the required statu- 
tory findings for approval of the transaction 
which contemplates that Interstate will ac- 
quire virtually all of the Burlington Trans- 
portation Company’s bus operations for a 
basic consideration of 54,447 shares of 
common capital stock to be issued to the 
Cc. B. & Q. 

Consummation of the plan on the fore- 
going basis would leave Interstate’s stock 
distributed 59 per cent to the U. P.; 24 per 
cent to the C. & N. W.; and 17 per cent 
to the C. B. & Q.—percentages which, the 
report points out, “approximate the pro- 
portionate extent of Interstate’s operations, 
as thus expanded, in the respective terri- 
tories of the three proprietary railroads.” 
A similar relationship prevails in the pres- 
ent ownership of Interstate—71 per cent 
by the U. P. and 29 per cent by C. & N. W. 

Mr. Davey bases his recommended denial 
on section 213(a) (1) of the Motor Carrier 
Act which specifies that acquisitions of 
motor carriers by railroads shall be ap- 
proved only upon a finding that the pro- 
posed transaction “will promote the public 
interest by enabling” the railroad “to use 
service by motor vehicle to public advant- 
age in its operations and will not unduly 
restrain competition.” He concedes that 
the Burlington would benefit in being rid 
of unprofitable operations, but nevertheless 
insists that the above finding must be made 
with respect to the acquiring road—the 
Union Pacific, which would still retain 
control of Interstate. He supports his ad- 
verse finding with citations of similar cases 
wherein, as here, the greater part of the 
vendor’s operations were over routes al- 
ready served by the purchaser, and thus the 
latter’s situation would not be improved. 
Also, the denial of the acquisition applica- 
tion, the report said, makes necessary the 

(Continued on page 859) 
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Road Fans Try a 
Fast One — It Flops 


Gas tax needed for hospitals 
and graveyards, ‘‘diversion”’ 
opponents are told 


The House of Representatives on May 
6 passed H. R. 10140 which authorizes 
federal-aid highway expenditures of $238,- 
000,000 for each of the fiscal years ending 
June 30, 1940, and June 30, 1941. The bill, 
which is not an appropriation measure, be- 
ing merely an authorization for appropria- 
tions as provided for in the Federal High- 
way Act, allots $50,000,000 in each of the 
two years for the elimination of hazards 
at railroad grade crossings, including sepa- 
ration or protection. - Despite the unani- 
mous report of the roads committee, Rep- 
resentative Eberharter of Pennsylvania 
succeeded in eliminating section 12 which 
would have penalized states for “diverting” 
gasoline taxes and other levies on motor 
vehicles to non-highway purposes. 

The amounts authorized for each of the 
two fiscal years were summarized by Chair- 
man Cartwright of the roads committee 
as follows: Regular federal aid, $125,000,- 
000; secondary or feeder roads, $25,000,- 
000; elimination of grade crossings, $50,- 
000,000; forest highways, roads and trails, 
$14,000,000; public-lands highways, $2,500,- 
000; national park roads and trails, $7,500,- 
000; national parkways, $10,000,000; 
Indian reservation roads, $4,000,000. In 
addition the bill authorizes $8,000,000 “to 
assist the states in the repair and restora- 
tion of roads and bridges damaged by 
floods and other catastrophes as set up in 
the act of June 18, 1934.” 

In connection with the allotments for 
grade crossing work, Mr. Cartwright ex- 
plained that “The act of 1936 established 
a definite fund for the elimination of rail- 
road grade crossings, which need not be 
matched by the states, but the states are 
required to furnish rights-of-way and ap- 
proaches. The amount provided was $50,- 
000,000 a year for each fiscal year, and 
your committee recommends a like amount 
for the fiscal years 1940 and 1941. These 
funds are prorated to the states on a 
slightly different method than the regular 
federal-aid funds in that one-half is based 
on population, one-fourth on the mileage 
of the federal-aid highway system, and 
one-fourth on railroad mileage. Gratify- 
ing results have been obtained from the 
expenditure of these grade crossing funds 
and testimony submitted showed that at 
the end of 1937 a total of 10,864 railroad- 
highway grade crossings had been elimi- 
nated or protected with the assistance of 
federal funds.” 

It was the bill’s proposal to double the 
penalty on states using motor vehicle taxes 
for other than highway purposes that 
aroused the opposition which killed the 
Penalty section. The act of June 18, 1934, 
Mr, Cartwright explained, fixed such pen- 
alty at one-third of the authorization of 
the year involved whereas the present bill, 
as reported, increased the penalty to two- 
thirds, 


The debate in connection with the pro- 
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vision brought on the one hand much talk 
of state rights to determine the disposi- 
tion of state tax collections; and on the 
other hand, condemnation of states which 
have “broken faith’ with the motoring 
public. In support of his amendment Mr. 
Eberharter said that “For many, many 
years the lobbyists for: the contractors’ 
associations and for the automobile asso- 
ciations have been very active in the 48 
capitals of this country trying to get the 
legislatures to establish the principle that 
all money derived from gasoline and auto- 
mobile taxes should go solely for road 
purposes. They have not been successful 
because only a few states have enacted this 
principle into law, yet now the Congress 
of the United States, by one stroke, by one 
act, would establish that principle so that 
every state in the Union must use all of 
its automobile taxes for road purposes. 

“If you want to assess the motorist for 
all of the expenses incident to the use of 
the automobile, you should go much, much 
further than road building and mainte- 
nance, for there are many other activities 
necessary on the part of local municipali- 
ties, counties and states incident to the 
use of the automobile, such as the courts, 
half of whose time is spent in trying auto- 
mobile negligence cases, the time of deputy 
sheriffs serving papers, the installation of 
traffic lights and other matters. Under 
this act, no city, county or state could use 
any of these funds for such purposes.” 

Chairman Cartwright opposed the elimi- 
nation of the penalty, although he con- 
ceded that the federal government “is the 
worst diverter of all,” unless relief ex- 
penditures are considered. After the 
adoption of the Eberharter amendment 
eliminating the penalty section, Repre- 
sentative Biermann of Iowa sought un- 
successfully to put through a_ substitute 
which would have affirmed the “right of 
each state to levy taxes and spend the 
proceeds thereof in its own wisdom with- 
out interference by the Congress of the 
United States.” In discussing his pro- 
posal the Iowan suggested that it would 
be fair to apply some of the motor tax 
money to hospitals which care for those 
injured in highway accidents; and he 
agreed with Representative Kleberg of 
Texas that on the same theory the high- 
way death toll would warrant expendi- 
ture of some of the motor taxes for 
graveyards. 


Pettengill to Address New York 
Club 


Samuel B. Pettengill, Congressman from 
Indiana and member of the House Com- 
mittee on Interstate and Foreign Com- 
merce, will address the New York Rail- 
road Club at the Engineering Societies 
Building, Friday evening, May 20, on 
“What’s Ahead for the Railroads, or The 
Future of the Iron Horse”. Representative 
Pettengill is a member of the Special Com- 
mittee on Government Competition with 
Private Business afid is well and favor- 
ably known among railroaders because of 
the House bill, providing for the repeal of 
the long-and-short-haul-clause of the Inter- 
state Commerce Act’s fourth section, which 
bears his name. 
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Say Railroads Are 
Still in the Money 


Misinformed employees seen 
as carriers’ worst handicap — 
How win loyalty? 


“The railroads are all washed up;” 
“You're a big capitalist;’ “How’s your 
friend, J. P. Morgan?” and similar com- 
ments are the response of many railroad 
employees when fellow-employees ask them 
to aid the railroads, it was reported to the 
Committee on Railroad Support in New 
York by railroad men employed in traffic, 
signal and other departments at a recent 
meeting..- The Committee is an organiza- 
tion of persons friendly to the railroads but 
most of whom are not engaged in railroad 
work, From such employee reactions, a 
recommendation was made to the railroads 
that their officers endeavor to get closer 
to their employees; provide them with eco- 
nomic facts in simple terminology, but par- 
ticularly that they seek to break down the 
barrier which employees state exists in 
some quarters between officers and men, 
and which militates against co-ordinated 
effort toward meeting current problems. 

Employee magazines were found to be 
of great value and the discontinuance of 
these, even as needed economies, was criti- 
cized. A minimum of “personal news” and 
more constructive information in present 
magazines was urged, with particular em- 
phasis upon the financial dilemma of the 
railroads. It was learned that many rail 
workers still assert that ‘the railroads have 
plenty of money’ and publicity departments 
were criticized for not dramatizing their 
annual and periodical reports to acquaint 
their own employees of the facts. 

The seniority system was bitterly as- 
sailed, as stultifying progress and initiative, 
while the railroad managements also were 
criticized for making little effort to place 
new employees in work for which they 
are best fitted, and for not seeking a higher 
type of new employees. The telephone 
companies were cited as examples for the 
railroads to emulate, in employee and pub- 
lic relations. Railroad workers, a public 
relations officer said, are more loyal to 
their unions than to their employers, both 
for personal and financial reasons. 

“Railroads have not been doing their 
part in creating the new type of employees 
needed in this generation,” he added, and 
urged more meetings between officers and 
employees for free exchange of ideas. A 
member reported the failure of a railroad 
publicity office to treat him with courtesy 
and interest when he called for informa- 
tion, giving him the impression that he 
was a nuisance. 

The next meeting of the Committee on 
Railroad Support will discuss passenger 
matters. A similar Committee is now be- 
ing organized in Detroit. 


California Limited Returned to 
Service 


The California Limited of the Atchison, 
Topeka & Santa Fe, which was temporarily 
discontinued on April 1, will be re-estab- 
lished in regular daily service on May 22. 
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Rate Pacts, Mergers 
Urged in Dominion 


Political probers critical of rail- 
ways’ slowness in starting 
‘co-operative economies" 


It is only an accident of architecture, 
but it was worth noting that in the same 
Parliament building in Ottawa a House 
committee and a Senate committee are 
working to again seek some way out of 
the railway problem in Canada—and the 
two committees are separated only by a 
couple of doors lined with green baize. 
The door lining does not mean much in 
the case of these investigations though— 
because even if either committee overheard 
the other, progress toward a solution of 
their common problem would not be ac- 
celerated. 

The House committee is dealing with 
the transport bill of Clarence D. Howe, 
Minister of Transport, who wants to pro- 
vide the railways with the power to make 
pacts with shippers for “agreed charges,” 
as these are in operation in Britain. Mr. 
Howe says the “agreed charges” are the 
only weapon the federal authority can give 
the railways to deal with truck competi- 
tion, and he has also said that about the 
only solution to the much talked railway 
problem is increased business in the coun- 
try and more traffic for the roads. In 
other words, there is not a great deal be- 
yond “agreed” charges that the govern- 
ment can do about the railway problem. 

In the Senate, however, there are peo- 
ple who believe with the Canadian Pacific’s 
President that the solution lies in an ex- 
periment with unification. Senator Charles 
Beaubien, Montreal lawyer and financier, 
made a vehement speech on the subject 
before Easter and, as a result, a special 
committee to probe again the question was 


set up with Senator Beaubien and Senator . 


George P. Graham, former Liberal Min- 
ister of Railways, as joint chairmen. Up 
to date the time has been spent in placing 
a statistical review of railway performance 
since 1923 on the records with Col. Mowat 
Biggar, prominent Ottawa lawyer, as coun- 
sel for the committee. 

A flood of rumors was released a few 
days ago at Ottawa by disclosure of the 
fact that some prominent but unidentified 
person in Toronto had broadcast by mail 
a plan for unification under public auspices, 
whereby the C. P. R. shareholders should 
be guaranteed a certain return. 

This plan was said to have been circu- 
lated among members of the House and 
the Senate but a canvass of these showed 
they had not received it. It is known, 
however, that the plan was outlined to the 
Minister of Transport, Mr. Howe. But 
he paid little or no attention to it. 

President Sir Edward Beatty of the 
Canadian Pacific has denied that his road 
had anything to do with the proposed plan. 

Testimony disclosing a steady slump in 
railway revenues from 1923 to 1937, in- 
elusive, due to highway, water and inter- 
nal competition, and a jump in that period 
of half a billion dollars in the country’s 
net debt, due largely to the money sunk in 
the publicly-owned railway, aroused the 
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keen attention of the Senate Committee 
members. . 

Tabulations submitted to the committee 
by Col. Biggar, showed that while in the 
past five or six years the amount of bank 
debits and the volume and value of manu- 
facturing production had held up remark- 
ably well, in spite of a few intermittent 
snags, “the railways,” commented Senator 
Rt. Hon. Arthur Meighen, “had since 1923 
ceased to enjoy the business shared by most 
of the interests in Canada.” 

While a good crop and a fairly early 
business recovery might do much to im- 
prove the position of the two roads this 
year, there is another adverse factor yet 
to operate, as was pointed out by Senator 
James Murdock, who said that while wage 
increases were made almost completely ef- 
fective on the American roads last year it 
would not be until the present year that 
the Canadian roads would feel the full ef- 
fect of the wage rise. 

Eleven line abandonment projects involv- 
ing about 500 miles have been favorably 
reported by the joint co-operative commit- 
tee of the Canadian Pacific and Canadian 
National and agreements to make these 
joint economies effective are being pre- 
pared, according to a statement made to 
the Senate committee by S. W. Fair- 
weather, director of the bureau of eco- 
nomics of the C. N. R. 

This is one of the first and important 
answers of the railways to questions of 
taxpayers and legislators as to what they 
are doing under the 1933 legislation, which 
enjoined “co-operative economies.” They 
are not satisfied themselves with the prog- 
ress made but exceedingly difficult prob- 
lems had to be studied and solved, prob- 
lems that might appear simple to outsiders 
but which were said to be complex even 
to railway experts. 

Much impatience was expressed at the 
sitting. The Conservative leader, Senator 
Arthur Meighen, and Senator James Mur- 
dock, particularly, were critical of the rail- 
ways for the time consumed in making 
joint economy projects effective. 


M. P. to Start Motor Service in 
Louisiana 


The Missouri Pacific was authorized by 
the federal district court at St. Louis on 
May 6 to engage in the transportation of 
less-than-carload freight by motor vehicle 
between points on the lines of the railroad 
lying within Louisiana. 


Argument June 3 in Pullman 
Rate-Increase Case 


The Interstate Commerce Commission 
has set June 3 as the date for oral argu- 
ment at Washington, D. C., on the Pull- 
man Company’s Ex Parte 125 application 
for authority to increase its rates by 10 
per cent. 


Southern Car Service Officers 
Postpone Meeting 


The semi-annual meeting of the Southern 
Association of Car Service Officers, orig- 
inally scheduled for July 28, has been can- 
celled, in an effort to curtail expenses. In 
the meantime activities of the association 
will be carried on by its various commit- 
tees through correspondence. 
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Bankers Hear Talks 
on R. R. Problems 


Splawn and Fletcher discuss 
outlook at savings banks con- 
fab; reports on finances 


General discussions of the present prob- 
lems of the carriers and specific reports on 
their financial difficulties played a large 
part in the program of the Eighteenth 
Annual Conference of the National Asso- 
ciation of Mutual Savings Banks, meeting 
in New York on May 5. The main speak- 
ers included W. M. W. Splawn, chairman 
of the Interstate Commerce Commission, 
who presented an address entitled “How 
Shall We Meet the Railroad Crisis?” ; and 
R. V. Fletcher, vice-president and general 
counsel of the Association of American 
Railroads, who discussed the effect of the 
business slump on the carriers and the 
need for a sound rate-making policy. In 
addition, Henry Bruere, president of the 
Bowery Savings Bank, New York, ren- 
dered a report to the association as chair- 
man of a special committee: on railroad 
problems, while Myron F. Converse, chair- 
man of a special group studying reorgani- 
zation problems of the New York, New 
Haven & Hartford, entered some comments 
in the record concerning that carrier and 
railroad reorganizations in general. 

Mr. Splawn devoted much of his talk 
to the development of the thesis that while, 
in certain periods of the country’s history, 
transportation facilities were overbuilt and 
seemed for a time to be excessive, the in- 
crease in population and of business always 
“caught up” with the temporary over-ex- 
pansion. At present, he implied, transpor- 
tation facilities exceed in capacity the traf- 
fic offered them. In 1936, the American 
people spent over $20,000,000,000 for trans- 
portation, of which 51.7 per cent was spent 
in the purchase and operation of privately- 
owned passenger automobiles; 20% per 
cent was accounted for by motor trucks, 
while a little less than 20 per cent of the 
outlay was spent by electric and steam 
railways. Thus, while it was clear to Mr. 
Splawn that “we have the best transporta- 
tion of all time,” nevertheless he was of 
the opinion that “we have a great deal 
more at present than the existing traffic 
will properly support.” 

After an historical survey of successive 
“waves” of railroad over-expansion and 
ensuing bankruptcies, in which he demon- 
strated that ultimately the traffic always 
came up to the railroad capacity, the com- 
missioner expressed as his conviction that 
the “prospect of future earnings of the 
railroads . . . lies in an increase in traf- 
fic.” And this increase, he feels, will come 
from an expanded national commerce. 

Discussing “The Railroad Program,” Mr. 
Fletcher said the primary trouble today 
“is the unprecedented slump in almost 
every form of business activity.” 

“If by some reversal of present day 
trends,” he continued, “business could be 
revived, obviously the railroads which are 
no more: than essential auxiliaries, would 
revive also. 

“It is a mere truism to say that the 
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prime need of the railroads is net railway 
operating income, the spread between in- 
come and expenses. At the present time, 
that spread is practically non-existent. 
Revenues must be increased, particularly 
in periods of normal business, when some 
fat should be stored up as a cushion against 
famine. I know of no way by which this 
can be done, except by enlarging the 
authority of the railroads to price their 
product. This privilege is exercised by 
all lines of business; the price is adjusted 
to the burden of expense and the capacity 
of the public to pay. Only in the case of 
the regulated utilities is an attempt made 
artificially to disregard the simplest of all 
the fundamental laws of trade.” 

Mr. Fletcher said that under the present 
rate-making rule laid down by Congress re- 
quiring consideration to be given to the 
effect of rates upon the movement of 
traffic, the Interstate Commerce Commis- 
sion has construed this as authority to 
substitute its own judgment for that of 
the carriers in establishing rates. 

“The rate-making rule, Section 15a of 
the Interstate Commerce Act,” he added, 
“should be rewritten so as to return the 
control of the railroads to their owners in 
this vital matter of price fixing. By far 
the best method of bringing this about is 
to restore the standard of the right of the 
roads to earn a fair return upon a definite 
rate base which will have some relation to 
value. 

“Of importance equal to the need for 
the privilege of: increasing revenue is the 
necessity of reducing expenses. To this 
end, every possible economy is being prac- 
ticed, and every known device resorted to, 
to increase efficiency. But in a crisis such 
as the present one, these methods will not 
meet the situation. Disagreeable as is the 
effort to reduce the wage scale, there is no 
alternative. Preliminary steps are being 
taken to reduce the wage base by 15 per 
cent. The leaders of railroad labor have 
stated their purpose to resist to the last 
every effort in this direction. It seems 
doubtful, however, if the welfare of the 
rank and file of railroad labor will be 
benefited by maintaining the present un- 
precedented wage scale, the highest in the 
history of the industry. The increase of 
last summer and autumn has proven of 
doubtful value. The increase in expenses, 
the unsatisfactory rate level and the fall 
off in business have made it impossible 
for the roads to retain on their rolls many 
thousands of men who are now out of 
employment. In fact, a high wage rate 
in times like these is of benefit only to 
those at the top of the seniority roster.” 

Regarding railroad consolidations, Mr. 
Fletcher said that “all official, prearranged, 
artificial plans should be discarded as pat- 
terns to be followed,” adding: “The 
standards contained in the present law 
should be revised so as to permit the ut- 
most freedom of action, provided always 
that the Commission approves the pro- 
gram as being in the public interest. No 
wholesale program for extensive and hur- 
nied consolidations can be put_ through 
without giving careful consideration to the 
tights of employees and the welfare of the 
smaller towns and cities.” 

Adoption of the railroad program, he 
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said in closing, “would mark a new era 
in the history of transportation. Espe- 
cially would it act as a stimulant to busi- 
ness, now sadly in need of the tonic effect 
of a revival of railroad purchasing activ- 
ity. Prosperous railroads mean a pros- 
perous nation. Reciprocally, if the nation 
prospers, the railroads will prosper.” 

That the carriers “have been and are 
suffering from over-regulation” was the 
conclusion developed by Mr. Bruere in his 
report. Amplifying this general state- 
ment, he asserted: “The Interstate Com- 
merce Commission has had too detached 
a view and its attempt to serve all inter- 
ests and to be judiciously aloof is de- 
stroying the initiative and economic flexi- 
bility of the railroads. The railroads have 
been so regulated that it has been impos- 
sible for them to operate their business 
most efficiently.” 

Further, said Mr. Bruere, such regula- 
tion does not apply equally to competing 
transportation agencies, and Congress and 
the regulatory bodies have failed to recog- 
nize that the rail carriers are no longer 
“monopolistic” but must face inroads from 
these relatively unregulated carriers. Fin- 
ally, “the railroads have little to say about 
the wages they must pay and have little 
to say about the rates which they can 
charge. Regulation must be adapted to 
meet these changed conditions.” 

Mr. Converse declared that the debtor’s 
plan for reorganization of the New Haven 
was faulty in “proposing too great a capi- 
tal structure, in permitting the present 
stockholders to participate when they ap- 
peared to hold no equity in the property, 
in the treatment of certain particular bond 
issues and in the character of the new 
securities proposed to be issued to the se- 
cured creditors.” In another portion of 
his talk, Mr. Converse said, in commenting 
on the future of the road, that “much 
doubt exists as to the probability of im- 
mediate adoption of any plan of reorgani- 
zation predicated upon earnings.” 


Money for Grade Crossings 


The Senate has passed the Department 
of Agriculture appropriation bill for the 
fiscal year 1939, carrying $40,000,000 for 
grade crossing elimination and protection 
work. Due to certain differences between 
the House and Senate versions of the 
measure, it has been sent to conference to 
iron out the controversial features. 


Anthracite Roads Protest State 
Ruling 

Railroads operating in Pennsylvania have 
appealed to the Interstate Commerce Com- 
mission from an order of the Public Utili- 
ties Commission of that state, refusing to 
allow the application of Ex Parte 123 rate 
increases to intrastate shipments of an- 
thracite coal. 


Congressman Lea to Address 
Western Railway Club 


The annual dinner and meeting of the 
Western Railway Club to be held on Mon- 
day evening, May 16, at the Hotel Sher- 
man, Chicago, will be addressed by Hon. 
Clarence F. Lea, member of Congress from 
California, chairman of the House Commit- 
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tee on Interstate and Foreign Commerce, 
Washington, D. C. Mr. Lea has repre- 
sented his district in Northern California 
continuously since 1917 and for the last 
nine terms has been the nominee of both 
the Democratic and Republican parties. 
He will bring a timely discussion of the 
transportation problem. Immediately pre- 
ceding Mr. Lea’s address, the Club will 
hold a brief business meeting for the pre- 
sentation of committee reports and election 
of officers. 


Freight Claim Meeting Deferred 


The annual session of the Freight Claim 
Division of the Association of American 
Railroads, scheduled for Chicago on June 
7-8, has been deferred, following a meet- 
ing of the General Committee at Chicago 
on May 5. The General Committee also 
decided to continue in office all present of- 
ficers, committeemen and chairmen of com- 
mittees until the next annual session is 


held. 
C. & O. Annual Meeting Adjourned 


The annual meeting of the Chesapeake 
& Ohio, originally scheduled for May 10 
at Richmond, Va., has been adjourned until 
May 19, due to the lack of a quorum at 
the meeting. This is the latest wrinkle 
in the struggle between Robert R. Young, 
chairman of the Alleghany Corporation, a 
holding company of the C. & O., and the 
Guaranty Trust Company of New York, 
to secure proxies from stockholders in 
order to swing votes at the C. & O. meet- 
ing. 


Yugoslav Road Grants 50 Per Cent 
Fare Slash to Tourists 


The Yugoslav State Railways has an- 
nounced fare reductions of 50 per cent 
for all foreign tourists, effective April 1, 
to extend over a maximum period of three 
months. The reduction will be available 
only to those tourists spending at least 
five days in the country who present proper 
passports and are in the country on a tour- 
ist basis only. A further requirement is 
that each tourist must spend a minimum 
of 10 days in the Yugoslav resort of his 
choice. 


Mechanical Division Publications 


Revised loose-leaf pages for the Manual 
of Standard and Recommended Practice 
of the Association of American Railroads, 
Mechanical Division, are now available 
for distribution at nominal cost on appli- 
cation to Secretary V. K. Hawthorne. 
The 1937 Annual Meeting Proceedings will 
also be ready for distribution in a short 
time. 

Secretary Hawthorne has been author- 
ized to dispose of the few remaining copies 
of the report of the Mechanical Advisory 
Committee to the Federal Co-ordinator of 
Transportation, issued in 1936. Other re- 
ports which may be secured from the sec- 
retary include the following: Comparative 
Impact Tests of Pullman Light-weight 
Box Car of 1937 and A. A. R. Standard 
Box Car of 1932; Final Report of Tests 
of Trucks and Truck Springs; Engineer- 
ing Report on Air-Conditioning of Rail- 
road Passenger Cars; Report of Road Per- 
formance of Air-Conditioned Pullman 
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Sleeping Cars; Report on Relative Per- 
formance of Air Filters; and Summary 
Report on Impact Tests of Light-weight 
Box Cars. 


Chicago Roads Haul Lilacs Free 


For the tenth year, railroads operating 
suburban service into Chicago furnished 
free transportation from suburban stations 
along the lines to the downtown terminals, 
for lilacs that are distributed each year 
to patients in more than 130 of the city’s 
hospitals and institutions. On May 4 and 
6 lilac growers throughout the Chicago 
region who wished to participate in the 
“share-your-lilacs” campaign placed their 
blossoms on suburban trains which carried 
them to the terminals at Chicago, from 
which they were distributed to city hos- 
pitals by truck. 


Hearings on Practices of Motor 
Carriers of Household Goods 


Hearings in connection with the Inter- 
state Commerce Commission’s Ex Parte 
No. MC 19 investigation of practices of 
motor common carriers of household goods 
will open at Washington, D. C., on May 
23 with Examiner S. A. Aplin presiding. 
Subsequent sessions are scheduled as fol- 
lows: New York, May 26; Boston, Mass., 
May 28; Atlanta, Ga., June 10; Dallas, 
Tex., June 13; Los Angeles, Calif., June 
16; Portland, Ore., June 20; Salt Lake 
City, Utah, June 23; Kansas City, Mo., 
June 25; Chicago, June 27. 


Enthusiast Meetings 


The Railroad Enthusiasts, Inc., New 
England division, will meet on May 19, in 
Back Bay station, Boston, Mass. W. A. 
Hurley, superintendent of the Boston divi- 
sion of the New Haven, will be the main 
speaker of the evening. 

The New York division will meet on 
May 20, in room 2726, Grand Central ter- 
minal, New York. H. J Pascoe, of the 
Pennsylvania, and speaker of the New Jer- 
sey Legislature, will discuss operations of 
the Greenville (N. J.) freight classification 
yard. Motion pictures will complete the 
program. 


Would Bring C. & L. E. Within 
Pension Laws 


Examiner W. J. Harris has recom- 
mended in a proposed report that the In- 
terstate Commerce Commission find the 
Cincinnati & Lake Erie “to be more than 
a street, interurban, or suburban electric 
railway, and therefore not within the terms 
of the exemption proviso in the first para- 
graph of section 1 of the Railroad Retire- 
ment Act of 1937 and the Carriers Taxing 
Act of 1937.” The proceeding (Electric 
Railway Docket No. 3) was instituted at 
the request of the Railroad Retirement 
Board and the Commissioner of Internal 
Revenue. 


Fourth Section Relief on Short 
Haul Passenger Fares 


The Interstate Commerce Commission, 
Division 2, has granted relief from the 
aggregate-of-intermediates provision of 
section 4 in connection with one-way pas- 
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senger fares for distances less than 38 
miles in Trunk Line and Central Pas- 
senger Association territories. The pur- 
pose of the relief, the report points out, 
“is to avoid complaints from passengers 
traveling for short distances whose fares, 
by reason of the provision for advancing 
fares to end in 0 or 5, would slightly ex- 
ceed the amounts resulting from a strict 
application of the mileage basis” approved 
in the February, 1936, fare-cut decision. 


“Daylight” Claims Record 


The world’s most heavily patronized one- 
section, long-distance daily train is the rec- 
ord claimed by the Daylight of the South- 
ern Pacific upon the completion of one year 
of service on March 21, 1938. During this 
year the north and south bound trains be- 
tween Los Angeles and San Francisco car- 
ried a total of 253,573 passengers, an aver- 
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A Large Cake Was Cut in Each of the 
Terminals 


age of 695 passengers each day, while for 
the period ending April 30, the total had 
reached 277,769 persons, 139,864 handled 
northbound and 137,905 southbound. 

On its first birthday, each passenger was 
presented with an individual cake decorated 
with one candle. In addition large cakes 
were cut and distributed at terminals prior 
to the departure of the two trains. 


“Century” Bob Butterfield Retires 


Bob Butterfield, “On Time” Bob, senior 
passenger engineman on the eastern lines 
of the New York Central, has retired from 
service effective May 6, after more than 
54 years of railroading. Mr. Butterfield, 
who ran the Twentieth Century Limited 
for 20 years between Harmon, N. Y., and 
Albany, made his last run on May 5, on 
the Lake Shore Limited from Albany to 
Harmon. Later that day, he was inter- 
viewed in a coast-to-coast broadcast as he 
sat in the cab of one of the road’s new 
streamlined steam locomotives now being 
tested for service on the new Century. 

Born in New York, the veteran engine- 
man began railroading as an oil boy at the 
age of 16 in the New York Central Round- 
house at 72nd street. In 1890 he was made 
freight engineer and in 1899 entered the 
passenger service. In October, 1904, when 
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assigned to a mail train, which, when de- 
livered to him, was more than an hour be- 
hind schedule, he made a notably fast run, 
covering 3.51 miles between Croton, N. Y.,, 
and Ossining at the rate of 105 m.p.h. 


Three Railroad Speakers on Smoke 
Prevention Program 


The thirty-second annual convention of 
the Smoke Prevention Association, to be 
held at Nashville, Tenn., May 17-20, will 
include three speakers on railroad sub- 
jects: J. C. Lewis, road foreman of en- 
gines, R. F. & P., and president, Railway 
Fuel and Traveling Engineers’ Association, 
Richmond, Va., will discuss The Selection 
of Fuels for Use on Railroad Locomo- 
tives. T. F. Kilcoyne, service engineer, 
American Arch Company, Cincinnati, 
Ohio, will discuss What the Locomotive 
Brick Arch Does Towards Smoke Pre- 
vention and Fuel Conservation. J. P. Mor- 
ris, newly appointed mechanical superin- 
tendent of the Atchison, Topeka & Santa 
Fe, Fort Madison, Iowa, will also address 
the Association. 


P. R. R. Schedules New Williams- 
port-Philadelphia Train . 


The Pennsylvania recently inaugurated 
the “Susquehannock,” a new express pas- 
senger train between Williamsport, Pa., 
Milton, Sunbury and Philadelphia. In es- 
tablishing the new train, officers stated that 
the run is an experiment to see whether a 
fast run, serving representative communities 
of the state, and providing a full business 
day in Philadelphia for citizens of up- 
country towns, will draw sufficient patron- 
age to warrant its continuance. According 
to R. C. Morse, vice-president of the east- 
ern region, “If, after a fair trial, the serv- 
ice returns its out-of-pocket costs, with 
some reasonable profit, it will rest upon a 
sound basis. Without that, we feel sure 
that the public would not expect its per- 
petuation.” 


Would Keep Union Stock Yards 
A Common Carrier 


Examiner Paul O. Carter has recom- 
mended in a proposed report that the Inter- 
state Commerce Commission find the Union 
Stock Yard & Transit Company, Chicago, 
to be a common carrier subject to the pro- 
visions of the Interstate Commerce Act. 
The same report recommends that the pro- 
posed cancellation of the company’s tariffs 
be found not justified. 

The examiner points out that “the status 
of the Yard Company as a common car- 
rier subject to the act has been determined 
by the commission on several occasions 
and has also been determined by the Su- 
preme Court;” and that the issue raised 
by the suspended schedules proposing to 
cancel the tariffs “is identical with the 
issue considered and determined by the 
commission in December, 1935, in Investi- 
gation & Suspension Docket No. 4109.” 


Dept. of Labor Reports Union Truck 
Drivers’ Wages 


The average hourly wage rate of 126; 
716 union motor truck drivers, in all clas- 
ses of service, in 1937 was 76.7 cents, ac 
cording to a study issued recently by the 
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U. S. Department of Labor, Bureau of 
Labor Statistics, and compiled from union 
quotations. About 12 per cent of the total 
number of union drivers earned rates of 
$1 and over, while more than 27 per cent 
received between 70 and 80 cents and 27.1 
per cent, between 60 and 70 cents per hour. 

Concerning hours employed, it is stated 
that the average of full-time hours reached 
47.8 per week in 1937, while almost two- 
thirds of the drivers had weekly scales 
of 48 hours. For 58 per cent of the union 
operators, time-and-a-half constituted the 
overtime rate of pay; over 10 per cent of 
the drivers earned an overtime rate of 
time-and-a-third, while 6.4 per cent earned 
only straight pay for overtime. 


Magazine Editors to Meet June 11 


The spring meeting of the American 
Railway Magazine Editors Association will 
be held at the Netherland Plaza Hotel, 
Cincinnati, Ohio, on June 11. During the 
morning session Ruth Neely, publicity di- 
rector and executive secretary of the Fed- 
erated Council of Cincinnati Teachers Or- 
ganization, will speak on “What is Rail- 
road News?” and B. E. Olsen, traffic man- 
ager, of McCall Corporation, will speak 
on “What the Railroad Magazine Means 
to Me.” At a luncheon, M. L. Lyles, as- 
sistant to the president of the Atchison, 
Topeka & Santa Fe, will be the speaker. 
At the afternoon session, Laura Armitage, 
assistant director of public relations of 
the Chesapeake & Ohio, will discuss “The 
Family Side of our Magazine from the 
Magazine Standpoint” and George J. 
Flautz, chief clerk to the general foreman 
of the Norfolk & Western, will talk on 
“The Family Side of our Magazine from 
the Employees’ Standpoint.” 


Equipment Depreciation Orders 


Equipment depreciation rates for three 
railroads, including the Pere Marquette, 
are prescribed by the Interstate Com- 
merce Commission in another series of sub- 
orders and modifications of previous sub- 
orders in No. 15100, Depreciation Charges 
of Steam Railroad Companies. The com- 
posite percentages for all equipment, which 
are not prescribed rates but derivatives of 
such, are: Pere Marquette, 4.17 per cent; 
Ashley, Drew & Northern, 5.66 per cent; 
Northampton & Bath, 4.26 per cent. 

The Pere Marquette figure is derived 
from the following prescribed rates: Steam 
locomotives—new, 3.42 per cent; steam 
locomotives—secondhand, 4.31 per cent; 
freight-train cars, 4.5 per cent; passenger- 
train cars—new all-steel, 3 per cent; other 
all-steel passenger-train cars, 4 per cent; 
air-conditioning equipment, 5.42 per cent; 
floating equipment, 3.21 per cent; work 
equipment—owned, 3.99 per cent; work 
equipment—leased, 4.52 per cent; miscel- 
laneous equipment, 10.86 per cent. 


Employment Drop Continues 


Railway employment fell off another 1.54 
per cent during the one-month period from 
mid-March to mid-April, according to the 
Interstate Commerce Commission’s com- 
pilation, based on preliminary reports. The 
drop as compared with April, 1937, was 
19.27 per cent. 


The total number of employees as of the 
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middle of April was 913,070 as compared 
with a mid-March figure of 927,308. In 
only one group was there an increase over 
the previous month—maintenance of way 
and structures forces were up 2.57 per 
cent, although they were 25.67 per cent 
under April, 1937. The largest drop as 
compared with mid-March was in the main- 
tenance of equipment and stores group, 
which fell off 3.63 per cent; and was down 
28.25 per cent from April, 1937. The 
index number, based on the 1923-1925 aver- 
age as 100 and corrected for seasonal varia- 
tion, stood at 51.5 in April, as compared 
with 53.4 in March and 63.8 in April, 
1937. 


B. & A. Seeks Higher Commuters’ 
Fares 


The Boston & Albany has filed a tariff 
with the Massachusetts Department of 
Public Utilities which seeks to increase 
fares on 60-ride and 46-ride commutation 
tickets in the state by 20 per cent, effective 
June 1. A hearing before the department 
was held in Boston, Mass., on May 10; at 
that .time, it was decided to adjourn until 
June 2, and the proposed tariff has been 
suspended for a minimum period of one 
month. In 1924, the Public Utility De- 
partment allowed the New York, New 
Haven & Hartford and the Boston & 
Maine to increase rates on this class of 
transportation by 20 per cent, but denied 
similar increases to the Boston & Albany. 
The current application for increase, if 
granted, will have the effect of raising 
Boston & Albany commutation fares to the 
level which has been charged by the New 
Haven & Boston & Maine since January 
15, 1924, and also to the level of the 60- 
ride fares which are now effective on the 
road for interstate trips. 


Finns Plan New Lines 


The Finnish State Railways has an- 
nounced its railway construction program 
for the period 1939 to 1946, inclusive, 
totaling 400 kilometers (248 miles) of new 
line, to cost a total of 80,000,000 marks 
($1,600,000), annually. According to the 
plans, present construction now in progress 
will be continued. 

The proposed new lines include a 71- 
kilometer (44-mile) line between Joensuu 
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Southern Pacific Suburban Train No. 138 
Leaving Third Street Terminal, San Fran- 
cisco, Cal. 
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and Illemantsi, at an estimated cost of 
101,000,000 marks ($2,020,000), including 
port facilities; a 66-kilometer (41-mile) 
line between Orivesi and Jamsa, at an 
estimated cost of 92,500,000 marks ($1,- 
850,000), including port loading and un- 
loading facilities; a 75-kilometer (47-mile) 
line between Haapavesi and Saarijarvi, at 
an estimated cost of 91,000,000 marks ($1,- 
820,000) ; an 89-kilometer (55-mile) line 
between Seinajoki and Parkano, at an 
estimated cost of 98,000,000 marks ($1,- 
960,000); and a 100-kilometer (62-mile) 
line between Siilinjarvi and Syamajarvi, 
at an estimated cost of 145,000,000 marks 
($2,900,000). All of these lines are to be 
built with a view to opening up relatively 
unsettled country and provide access to 
ports for lumber which, it is anticipated, 
will be extracted from the opened terri- 
tories. The parliamentary Diet of Finland 
has not yet approved the program. 


House Committee Reports Cape 
Fear Waterway Bill 


Representative Chapman, from _ the 
House committee on interstate and foreign 
commerce, has submitted to the House a 
favorable report on H. R. 10464, a bill to 
authorize the Secretary of War to extend 
Federal Barge Line services to the Cape 
Fear River “and connecting waterways.” 
Major General T. Q. Ashburn, president 
of the Inland Waterways Corporation, tes- 
tified before a subcommittee last week. 
General Ashburn told the committee that 
if the railroads had obtained all the busi- 
ness enjoyed by the corporation in 1937, 
based on barge line mileage and not rail 
mileage, the railroads would have obtained 
$17,204,000. He also said that the freight 
handled by the government barge lines 
amounted to one-half of one per cent of 
that handled by Class I railroads. As to 
the corporation affecting railroad labor ad- 
versely, he said that it employed only 3,500 
persons and he could not see how railroad 
labor was greatly affected by that. 

General Ashburn also asserted that the 
attitude of the railroads in opposing enact- 
ment of the bill and their opposition to 
the operation of the government barge line 
on the Savannah River “is typical of that 
short-sightedness of railroad management 
which has led the railway systems of the 
United States into their deplorable posi- 
tion.” 


Resolution of U. S. Chamber 


Among the several resolutions adopted 
by the Chamber of Commerce of the 
United States at its annual meeting in 
Washington, D. C., last week was one on 
“Railroad Transportation.” The 
tion reads as follows: 

“Improvement in the situation of the 
railroads, which are among the largest em- 
ployers of the country and ‘the heaviest 
buyers of a great variety of supplies and 
equipment, will aid recovery in important 
ways. 

“There should be no federal or state 
legislation, either at this critical period or 
at any other time, which, like recent train- 
length, full-crew, and six-hour-day pro- 
posals, would further interfere with the 
proper functions of management and im- 
pose serious additional financial burdens 


resolu- 








upon the railroads. On the other hand, the 
government itself should at once give up 
preferences it enjoys at the expense of the 
railroads, such as reduced rates over land- 
grant railroads. : 

“Steps should be taken promptly to work 
out a long-term program to place essential 
railroad transportation on a stable basis, 
and to this end it is urged that a congres- 
sional inquiry be made prior to the next 
Congress. Such an inquiry should prefer- 
ably be undertaken by a joint body com- 
posed of members of committees of both 
Houses dealing with rail transportation. 
The purpose should be to call for available 
information and special reports from the 
government agencies concerned, to hold 
hearings, and to formulate recommenda- 
tions for consideration by the next Con- 
gress.” 


Carriers Plan Rail Trips 


On May 15, the Pennsylvania will oper- 
ate another “off-the-beaten-track” railroad 
jaunt between Philadelphia, Pa., and New 
England via the Poughkeepsie Bridge 
route. Traveling over 400 miles, the spe- 
cial train will leave Broad Street station, 
Philadelphia, Pa., at 8:25 a. m. (d.s.t.) and 
will travel over the Pennsylvania to Belvi- 
dere, N. J., whence it will be hauled by the 
Lehigh & Hudson River through northern 
New Jersey to Maybrook, N. Y., where 
the New York, New Haven & Hartford 
will carry the train over the Poughkeepsie 
bridge through New York and Connecticut 
to Pennsylvania station, New York City. 
From here the Pennsylvania will haul the 
train along its main line back to Phila- 
delphia. The consist will include two din- 
ing cars and an open-end railroad inspec- 
tion car. 

The Reading will operate its first “rail 
ramble” of the 1938 season on May 22. 
The special train will leave Reading Ter- 
minal, Philadelphia, at 8 a. m. (d.s.t.) and 
proceed through the Schuylkill valley to 
Reading, thence to Schuylkill Haven, Tre- 
mont, Pine Grove and Cold Spring. After 
a stop for inspection of the scenery the 
train will proceed to Harrisburg and Hum- 
melstown, where a side trip will be made 
to Indian Echo Cave. The return journey 
will be made via Hershey, Lebanon, Read- 
ing and the Schuylkill valley route to 
Philadelphia. The side tour is included in 
the rail fare. 

The Boston & Maine will operate a spe- 
cial railroad “fans’” inspection trip out of 
Boston, Mass., on May 22, known as the 
“Tron Horse Gallop.” Leaving Boston at 
9:15 a. m. (d.s.t.), the special train will 
cover the Fitchburg division and the 4%4- 
mile Hoosac tunnel of the road and arrive 
at Mechanicsville, N. Y., for an inspection 
tour of the classification yard situated 
there. The return will be made by the 
same route, with arrival at Boston at 10:15 
p. m. (d.s.t.). Railroad Enthusiasts, New 
England division, are the sponsors. 


New Milwaukee Locomotives Make 
High Mileages on “Olympian” 


Three of the new 4-8-4 type combined 
freight and passenger locomotives delivered 
early in the year to the Chicago, Mil- 
waukee, St. Paul & Pacific by the Baldwin 
Locomotive Works have been assigned to 
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handle the Olympian trains of that rail- 
road between Minneapolis, Minn., and Har- 
lowton, Mont., where steam terminates and 
electric territory begins. Each locomotive 
makes the entire run between the two ter- 
minals, a distance of 1,835 miles per round 
trip. The three locomotives on this as- 


signment, Nos. 218, 219 and 224, accumu- ° 


lated a total of 55,083 miles during the 
month of March, or an average of 18,361 
miles per locomotive per month. 

Locomotive No. 224 made its break-in 
trip in freight service on February 1], 
1938, and during the month of March 
accumulated 19,282 miles in passenger 
service between the stations mentioned. 
Under present operating conditions this is 
the maximum mileage possible to obtain 
through this territory on the Milwaukee 
due to a bridge restriction at Minneapolis 
and the end of steam-operated territory at 
Harlowton. 

On the east end of the run the locomo- 
tives have a layover period of 11 hrs. 15 


min., as compared to 18 hrs. 21 min. on ° 


the west end. These relatively long lay- 
overs are due primarily to the train sched- 
ules. Locomotives assigned to this run 
are handled by six different crews in each 
direction and no unusual attention is given 
to them en route. The servicing which the 
locomotives receive at certain designated 
stations is practically the same as that re- 
quired by the 4-6-4 type locomotives previ- 
ously assigned to handle Olympian trains 
through this territory. 


Examiner Would Throw Out Negro 
Solon’s Lament 


Examiner William A. Disque of the In- 
terstate Commerce Commission has recom- 
mended that the commission dismiss the 
complaint of negro Congressman Arthur 
W. Mitchell of Chicago who has filed a 
petition with the commission charging that 
the present accommodations for colored 
passengers traveling in Arkansas over the 
line of the Chicago, Rock Island & Pacific 
are unjustly discriminatory and unduly 
prejudicial. The case arose when the Con- 
gressman was forced to ride in a “Jim 
Crow” car upon entering the state of 
Arkansas despite the fact that he had oc- 
cupied a Pullman from Chicago and had 
held a first class ticket from that city to 
Hot Springs, Ark. Congressman Mitchell 
charged in his complaint that conditions in 
the car were unsanitary and unfit for oc- 
cupation and asked the commission to force 
the carrier to correct this practice by pro- 
viding equal accommodations for colored 
passengers. The Congressman has also 
filed a civil suit in Chicago against the 
Rock Island, the Illinois Central and the 
Pullman Company asking for damages in- 
curred as a result of his experience. 

The examiner has found that “since the 
early part of July, 1937, the Rock Island 
has been running a colored coach between 
Memphis and Hot Springs that is entirely 
modern.” It is the view of the examiner 
that the present coach for colored pas- 
sengers meets the requirements of the law. 
He also goes on to point out that “As there 
is comparatively little colored traffic and 
not likely to be such demand for Pullman, 
dining and observation-parlor car accom- 
modations by colored passengers as to 
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warrant the running of any extra cars, the 
discrimination and prejudice is plainly not 
unjust or undue.” 


Court Tells D. & R. G. W. Not io 
Pay Colorado Taxes 


Controversy over taxes levied against 
railroads in Colorado came under the 
jurisdiction of the district court at Den- 
ver, Col., on May 3, when Judge J. Foster 
Symes ordered held in abeyance the $1,- 
126,358 in taxes levied against the Denver 
& Rio Grande Western in 33 counties, 
This controversy arises from the fact that 
while the 1937 assessment was used as a 
basis, an additional assessment was added 
by the State Board of Equalization, there- 
by increasing the valuation 20 per cent, 
and the railroads dispute the legality of 
this additional assessment. Most of them 
have tried to pay the amount set origin- 
ally by the state tax commission. 

The court order was entered as part of 
a formal ruling in which Judge Symes took 
jurisdiction over the dispute between the 
railroads and state and county officers. The 
latter, represented by the attorney-general, 
had argued that the federal court could not 
take such jurisdiction, declaring that the 
proper procedure for the Denver & Rio 
Grande Western would be to pay the tax 
assessed against it in each county and then 
bring action in the state courts to recover 
whatever part of the tax the railroad con- 
sidered illegal. In ordering trustees of the 
railroad to withhold payment of any part 
of the tax, however, Judge Symes held that 
under the bankruptcy laws under which the 
federal court is supervising the reorganiza- 
tion of the Denver & Rio Grande West- 
ern, the supervising court has the authority 
to go into the matter of the legality of 
taxes. Incidentally, the railroad argues 
that it cannot pay any part of the taxes 
because it does not have the money. 

“If the questions are of law only,” he 
said, “the matter can be set down for 
argument at the earliest convenient date, 
but if it is necessary to take testimony, 
the court is disposed to refer it to a mas- 
ter, with directions that hearings begin 
forthwith and continue without interrup- 
tion. In the meantime, the trustee will 
refrain from paying any taxes in Colo- 
rado.” 


Postalized Passenger Fares 


The plan for “Postalization of Passen- 
ger Transportation” which is being pro- 
moted by John A. Hastings of New York 
was again brought before Congress this 
week when resolutions were introduced in 
the Senate and House of Representatives 
directing the Interstate Commerce Com- 
mission to make an investigation of the 
proposal. Senator Copeland of New York 
introduced the Senate resolution (S. Res. 
276) which calls upon the commission to 
report on the plan as outlined in H. R. 
9896, introduced last March by Repre- 
sentative Lemke of North Dakota, “or im 
any amendments or supplements thereto,” 
or in any other similar bills. Meanwhile 
Mr. Lemke has introduced a similar reso- 
lution (H. Res. 494) in the House and has 
embodied the plan with minor changes im 
a new bill (H. R. 10570). 

The Copeland resolution was accom 
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panied by letters to him from Interstate 
Commerce Commissioners Eastman and 
Porter, and another from A. F. Cleveland, 
vice-president of the Association of Ameri- 
can Railroads, to Mr. Hastings. Replying 
to Senator Copeland’s inquiry as to 
whether the plan is sufficiently meritorious 
to- warrant study, Commissioner Eastman 
forwarded comments which he, as co-or- 
dinator, had made in response to a request 
from Senator Wheeler of Montana. Mr. 
Eastman was at that time “in considerable 
doubt” as to the practicability of the plan, 
which he understands Mr. Hastings has 
since altered. He nevertheless thought, as 
he now thinks, that the proposal merited 
“, thorough study at the direction of Con- 
gress by this commission.” Commissioner 
Porter has given some consideration to the 
proposal and feels “assured that it is 
worthy of serious study and earnest con- 
sideration.” 

Mr. Cleveland’s letter was in the nature 
of a rejection of Mr. Hastings’ proposal 
that the A. A. R. should co-operate in se- 
curing a Congressional resolution directing 
the I. C. C. to investigate the plan. It 
revealed that Mr. Hastings made such a 
proposition at a meeting with a group of 
passenger traffic officers in Mr. Cleveland’s 
office in Washington last week; he did not 
ask railroad endorsement of the plan, but 
merely support for the resolution directing 
the study. Mr. Cleveland reported that it 
was the unanimous view of the railway 
officers attending the meeting that “any 
such action on the part of the railroads or 
their association may, at least in some 
quarters, give the impression that the rail- 
roads were conceding that the basis for 
their fares and the pricing of their passen- 
ger transportation was within the jurisdic- 
tion of the Interstate Commerce Commis- 
sion. It is their opinion that questions in- 
volving a proposal such as your plan con- 
templates constitute exclusively a matter 
to be determined by management and that 
if under those circumstances they asked 
for a resolution that the commission should 
investigate and report on this plan, it would 
be tantamount to a practical concession 
that they believe such action would be 
proper and within the jurisdiction of the 
commission.” 


’ Dispatchers Do Their “Collective 
Bargaining” on Capitol Hill 


Hearings on H. R. 4358, a bill provid- 
ing a six-hour day for train dispatchers, 
were indefinitely postponed after the May 
6 session before a subcommittee of the 
House committee on interstate and foreign 
commerce headed by Representative Ma- 
loney of Louisiana. 

Leading off for the proponents of the 
measure was J. G. Luhrsen, president of 
the American Train Dispatchers Associa- 
tion, who told the committee that in 1870 
the railroads gave the train dispatchers an 
eight-hour day which has been continued 
since that time. Answering a query of 
the chairman, Mr. Luhrsen observed that 
this was the first time in this country that 
there was an eight-hour day for a national 
group. 

Turning to statistics, the witness pointed 
out that there had been a reduction in 
train dispatchers of 325 since August, 1937. 
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When Mr. Luhrsen commented on the fact 
that he felt there were too many railroad 
officers in proportion to the number of 
dispatchers the chairman asked him whether 
or not he felt that there were too many 
railroad officers. Mr. Luhrsen did not 
think so, but he accused the carriers of 
not making the same cuts in management 
as they did in train dispatchers. He con- 
cluded his brief statement by telling the 
committee that he believed the carriers 
would find the six-hour day to be a profit- 
able measure for the reason that the train 
dispatchers would be able to do a better 
and more thorough job while on duty. 

J. A. Phillips, president of the Order of 
Railroad Conductors and vice-chairman of 
the Railway Labor Executives Association, 
appeared briefly and told the committee 
that he thought that cost was not a real 
basis for opposition to the bill. He went 
on to say that he believed that fear of a 
six-hour day for other rail employees was 
the real reason for railroad opposition. 
Other witnesses appearing were D. B. 
Robertson, president of the Brotherhood 
of Locomotive Firemen and Enginemen; 
E. J. Manion, president of the Order of 
Railroad Telegraphers; L. E. Keller, pres- 
ident of the Brotherhood of Maintenance 
of Way Employees; and C. L. Darling, 
secretary-treasurer of the American Train 
Dispatchers Association. 


Death Takes Jennie Boyd Tebo 


When Mrs. Jennie Boyd Tebo died early 
Tuesday morning, May 10, she ended an 
employment of forty-eight consecutive 
years with the Railway Age and its pres- 
ent publisher, the Simmons-Boardman Pub- 
lishing Corporation. She served this paper 
sO many years, and with such industry, 
efficiency and limitless loyalty, that her 
passing demands unusual mention. 

When, in 1890, as a young girl, Jennie 
Boyd entered the service of the Railway 
Age, E. H. Talbot was its president, and 
H. R. Hobart its vice-president, and they 
were its co-editors. Mr. Hobart remained 
connected with the paper until 1907, when 
he retired. 

Meantime two younger men had come to 
the front on it—Harry P. Robinson and 
Hugh M. Wilson. Mr. Robinson had been 
editor of the Northwestern Railroader, 
which was started at Minneapolis, and 
subsequently consolidated with the Railway 
Age. He was an Englishman, and many 
years ago returned to England, where he 
became employed by the London Times, 
for which, under the title Sir Perry Rob- 
inson, he was chief war correspondent dur- 
ing the Great War. 

Mr. Wilson remained connected with the 
Railway Age and was its president when 
it was consolidated with the Railroad 
Gazette on June 1, 1908. He then retired 
from the railway publishing field. Mrs. 
Tebo served as secretary to both Messrs. 
Robinson and Wilson. 

After Mr. Wilson’s retirement she be- 
came secretary to the writer. Soon after- 
ward she married George Tebo and tried 
to resign, but her work proved too attrac- 
tive to her, and she continued to be the 
writer’s secretary as western editor, man- 
aging editor and editor of Railway Age 
and as vice-president and chairman of the 
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Simmons-Boardman Corporation, for a 
continuous period of thirty years. Her long 
experience, efficiency, loyalty and unfailing 
and cheerful helpfulness to the officers, 
employees and customers of the company 
caused her to be regarded affectionately 
by all who knew her and made her an 
“institution” to a very wide acquaintance- 
ship. She had a long and dangerous ill- 
ness a year ago from which apparently 
she had fully recovered; but evidently it 
undermined her constitution and was re- 
sponsible for her sudden passing. 

She was a modest, simple little woman; 
but she had a great spirit and character; 
and everybody connected with the Sim- 
mons-Boardman Publishing Corporation 
will always remember her with admira- 
tion and with deep regret for her untimely 
passing—for after all these years of serv- 
ice she was still comparatively young and 
seemed much younger.—S. O. D. 


Freight Car Loading 


Loading of revenue freight for the week 
ended April 30 totaled 543,075 cars, an in- 
crease of 19,308 cars or 3.7 per cent above 
the preceding week, but a decrease of 234,- 
752 cars or 30.2 per cent below the corres- 
ponding week in 1937 and a decrease of 
363,804 cars or 40.1 per cent below the 
same week in 1930 All commodity classi- 
fications except coke showed increases over 
the preceding week, while all commodity 
classifications except grain showed de- 
creases under last year. The summary, as 
compiled by the Car Service Division, As- 
sociation of American Railroads, follows: 


Revenue Freight Car Loadings 
For Week Ended Saturday, April 30 

















Districts 1938 1937 1936 
ee ee 115,944 177,809 153,886 
Allegheny ...... 100,025 164,405 138,522 
Pocahontas ..... 33,591 49,809 47,205 
Southern ...... 89,778 104,163 97,527 
Northwestern ... 69,510 123,552 84,811 
Central Western. 89,330 104,907 95,504 
Southwestern 44,897 53,182 53,433 
Total Western 

Districts ..... 203,737 281,641 233,748 
Total All Roads. 543,075 777,827 670,888 

Commodities 

Grain and Grain 

Products ..... 35,338 27,459 32,667 
Live Stock 12,630 14,822 15,180 
a Re 76,471 124,720 119,567 
i ee res 3,618 10,314 7,655 
Forest Products . 26,560 36,877 32,164 
OE rcs « 10,928 70,200 17,580 
Merchandise 

>. Sa 149,952 171,505 162,481 
Miscellaneous . 227,578 321,930 283,594 
April ae 543,075 777,827 670,888 
ri 2 Bogeeor 523,767 756,248 665,049 
MOT U6 <0 000s 537,585 746,523 642,278 
ae 521,978 711,079 621,843 
a 523,489 721,229 613,581 





Cumulative Total, 
17 Weeks - 9,284,632 12,176,978 10,582,550 
In Canada—Car loadings for the week 
ended April 30 totaled 44,234, according to 
the compilation of the Dominion Bureau of 
Statistics. In the preceding week the total 
was 43,348 and last year it was 49,447. 
Total Total Cars 


Cars Rec’d from 


Loaded Connections. 
Total for Canada: 


OS ee 44,234 20,517 
April 23, 1938..05.05.... 43.348 20,124 
pO 2 SS: eee 40,188 21,029 
2S Ree ee 49,447 30,263 
Cumulative Totals for Canada: 

pe ee | re 751,317 371,816 

SS Se. . xe eee 801,447 483,802 
pe) Pe 720,599 396,956 





North Western Wins Safety 
Contest for Fifth Time 


The Chicago & North Western, for the 
fifth time in the last eight years, was the 
winner among group A railroads in the 
Eleventh Annual Railroad Employees’ Na- 
tional Safety Contest, conducted by the 
National Safety Council. Awards to the 
winners of the various groups in the con- 
test will be presented at a dinner at the 
Union League Club, Chicago, on May 16. 

The grand total for all competing units 
in the contest showed a slight drop in 
fatal employee-accidents, from 645 in 1936 
to 637 in 1937. Non-fatal employee-in- 
juries increased from 20,347 to 22,135. 
According to Interstate Commerce Com- 
mission records, there has been an esti- 
mated saving of 4,784 lives and a reduc- 
tion in reportable employee injuries of 
730,151 since 1923. 

The winners for the year 1937 are as 
follows: 

Group A — (50,000,000 or more man- 
hours) —Chicago & North Western. Cas- 
ualty rate, 3.82. The Union Pacific, group 
A winner last year, finished the 1937 con- 
test with a casualty rate of 3.38, but was 
barred from top position by a contest rule 
which prohibits a contestant from winning 
a group award for two consecutive years. 

Group B—(20,000,000 to 50,000,000 man- 
hours)—Michigan Central. Casualty rate, 
5.00. The two-year rule also barred the 
Atlantic Coast Line, with a casualty rate 
of 3.43, from a repeat victory in this 
group. 

Group C—(8,000,000 to 20,000,000 man- 
hours)—Long Island. Casualty rate, 5.55. 

Group D—(3,000,000 to 8,000,000 man- 
hours)—Gulf, Mobile & Northern. Cas- 
ualty rate, 2.51. 

Group E—(1,000,000 to 3,000,000 man- 
hours )—Staten Island Rapid Transit. Cas- 
ualty rate, 1.89. 

Group F— (less than 1,000,000 man- 
hours)—New Jersey & New York. Cas- 
ualty rate, 2.31. 


Switching and Terminal Railroads 


Group A — (1,500,000 or more man- 
hours )—Cleveland Union Terminal. Cas- 
ualty rate, 3.91. 

Group B— (less than 1,500,000 man- 
hours)—Newburgh & South Shore. Cas- 
ualty rate, 10.11. Four railroads had lower 
casualty rates than the Newburgh & South 
Shore, but all four were ineligible for an 
award under the contest rules. 


Pullman Company 


Philadelphia (Southern) Zone—Worked 


2,862,031 man-hours for a casualty rate of 
1.05. 


6,000 Mile Fan Tour to Be Operated 
by Milwaukee 


A “railroad fan” tour from Chicago to 
the Pacific coast, the longest to be sched- 
uled since the hobby of inspecting rail 
yards and shops came into vogue a few 
years ago, will be operated July 10 by the 
Chicago, Milwaukee, St. Paul & Pacific 
with the sponsorship of the Chicago chap- 
ter of the Railway & Locomotive Histor- 
ical Society and the Railroad Magazine. 
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The tour, which is open to the public, is 
designed to serve both vacationists desir- 
ing sight-seeing and other diversions in the 
cities and railroad and camera fans inter- 
ested in satisfying their curiosity concern- 
ing the inner workings of the railroads. 
Special low rates have been granted by the 
rail and steamship lines over which the 
rail-water tour is routed. The price of the 
ticket includes sleeping accommodations, 
meals while enroute and all side trips that 
will be made to places off the route Be- 
cause of the location of some of the points 
to be visited, it will be necessary to operate 
a special train over a portion of the route. 
At cities where stopovers will be made, 
transportation will be arranged for both 
groups, the sightseers and the railroad 
fans. 

The tour will leave Chicago over the 
Milwaukee on July 10. A one-day stop on 
July 11 will be made at Minneapolis, Minn., 
where the facilities of the Milwaukee, the 
Minneapolis & St. Louis and the Minneap- 
olis, St. Paul & Sault Ste. Marie will be 
visited. Short stops will be made at Har- 
lowton, Mont., and Avery, Idaho, where 
electric locomotives will be inspected. A 


(V7 stop will be made on July 14 at 
i 
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Tacoma, where the Northern Pacific a: 
Milwaukee shops and roundhouses will |} 
visited. A one-day stop will be made « 
July 15 at Portland, where the facilities of 
the Southern Pacific and the Spokane 
Portland & Seattle will be inspected. 
The tour will continue from Portland 
on that day over the Southern Pacific and 
the Roseville, Cal., facilities of that raii- 
road will be visited on July 16. Automo- 
biles will be used from Oakland to San 
Francisco. After a day in San Francisco, 
the tour will continue by steamer to Sac- 
ramento, where the Western Pacific shops 
and yards will be visited on July 18. A 
special train will carry the tour over the 
Western Pacific up the Feather River Can- 
yon, with stops for inspection of facilities 
at Portola, and an evening in Reno, Ney, 
On. July 19 there will be an excursion over 
the old Virginia and Truckee, with stops 
at Virginia City and Carson City. On July 
20 the tour will stop at Palisade, Nev., to 
inspect the narrow-gage Eureka-Nevada; 
at Shafter to inspect the Nevada Northern, 
and at Wendover, Utah, to inspect the 
Deep Creek Railroad. The following day 
will be spent at Salt Lake City, where the 
Western Pacific shops and roundhouses 
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will be visited. The tour will continue 
over the Denver & Rio Grande Western 
on the same day and will arrive at Salida 
on the following day, where several hours 
are provided for both photographing and 
inspecting narrow-gage equipment. Stops 
will be made in the Royal Gorge and at 
Colorado Springs for a tour of the Garden 
of the Gods, for a trip up Pikes Peak and 
for inspection of the Midland Terminal, 
formerly the Colorado Midland. The tour 
leaves the same day over the Missouri Pa- 
cific for Kansas City, Mo., where on July 
23 the shops and roundhouses of the Mis- 
souri Pacific, the Kansas City Southern, 
the St. Louis-San Francisco and the Kan- 
sas City Terminal will be visited. The 
tour returns to Chicago over the Milwau- 
kee, arriving on July 24. 


January Accident Statistics 


The Interstate Commerce Commission’s 
completed statistics of steam railway acci- 
dents for January, 1938, now in prepara- 
tion for the printer, will show: 

Month of January 
Item 1938 1937 
Number of train accidents...... 525 845 


Number of casualties in train, 
train-service and non-train 


accidents: 
Trespassers: 
"Killed ert wig taalatae a eiernieta 6 05b8 136 143 
pO Perro ee ere 149 154 


Passengers on trains: 
(a) In train accidents*: 
<ill 


Injured .........-. : 5 52 
(b) In train-service acci- 
ents: 
0 eee 2 ss 
PRIMER 6.6.0 cc cve0ve 205 155 
Travelers not on trains: 
DE. woes cat ve acweneees oe 1 
ees ere 82 87 
Employees on duty: a * 
CE SAREE errr 45 re 
ee ern eee 1,462 2,054 
All other nontrespassersf: 
MET OR pidlakianne Gao maneae 158 182 
eer ee 640 716 
Total—All clas-es of persons: 
ES ee ers 341 398 
Serer eer Te 2,543 3,218 





* Train acccidents are distinguished from train- 
service accidents by the fact that the former cause 
damage of more than $150 to railway property. 

+ Casualties to “Other nontrespassers’”’ happen 
chiefly at highway grade crossings. Total high- 
way grade-crossing ca-ualties for all classes of 
persons, including both trespassers and nontres- 
passers, were as follows: 


Number of accidents.........-. 378 458 
Persons: 

NEE bo ater vw ain! eh) RiGee a eo 160 170 

MOE csccunerdarnnkob ne 471 527 


Would Reject Bus 
Merger Proposal 


(Continued from page 850) 
rejection of the accompanying’ application 
wherein Interstate is seeking authority to 
issue 64,000 shares of common stock of 
$10 par value to finance the transaction. 

The proposed report, after a brief de- 
scription of the applications, proceeds to 
discuss Interstate and Burlington bus opera- 
tions. The former reported net incomes 
respectively of $770,048 and $523,954 for 
1935 and 1936, and a deficit of $26,423 for 
January, 1937; Burlington Transportation 
Company lost $191,683 in 1935, $204,749 in 
1936 and $57,288 in January, 1937. Under 
the plan Interstate would acquire “all of 
the operating rights and properties used by 

urlington in its highway passenger service 
except 8 disconnected routes, most of which 
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are primarily railroad operations, and not 
more than 10 motor buses for use thereon.” 
Among the foregoing is the Burlington’s 
bus route to the Pacific Coast, including 
its interest in the Denver & Interurban 
Motor Company, Denver-Colorado Springs- 
Pueblo Motor Way and Denver-Salt Lake- 
Pacific Stages. 

In discussing the expected benefits the 
report points out that both Burlington and 
Interstate have incurred heavy operating 
Icsses in the past, and it is estimated that 
the proposed plan would effect a decrease 
of approximately 4,320,000 in the total an- 
nual bus miles now operated by the two 
companies. The Brotherhood of Railroad 
Trainmen, representing more than 90 per 
cent of Burlington’s drivers, opposed the 
application, although Interstate expressed 
the hope that it would be able to take over 
the workers involved. 

One difficulty was found by Mr. Davey 
to the traffic agreement between Interstate 
and the Greyhound System, “which has 
contributed to the fact that Burlington has 
been unable to operate at a profit.” He 
does not think it would be in the public 
interest to further project the agreement’s 
terms into the territory now served by 
Burlington which, as a member of National 
Trailways System, “provides the principal 
competition with the Greyhound System.” 

Finally comes the discussion of section 
213 of the Motor Carrier Act upon which 
the adverse recommendation was hung. 


Equipment and 
Supplies 





Milwaukee Orders Cars from Its 
Own Shops 


The Chicago, Milwaukee, St. Paul & 
Pacific has placed orders in its own shops 
for the construction of 55 passenger cars 
and 464 flat cars. Material for this equip- 
ment is now being fabricated. These orders 
are part of its equipment program to cost 
$3,000,000, which also includes the purchase 
of four passenger locomotives, as was re- 
ported in the Railway Age of February 19, 
page 358. 


FREIGHT CARS 


Tue Wasasbi has been authorized by the 
federal district court at St. Louis to spend 
$176,700 for general repairs and the ap- 
plication of non-harmonic truck springs to 
300 box cars. 


IRON AND STEEL 


Tue Erie has ordered 10,967 tons of 
rails, placing 8,556 tons with the Carnegie- 
Illinois Steel Corporation; 1,716 tons. with 
the Bethlehem Steel Company; and 695 
tons with the Inland Steel Company. 


Tue WasasH has been authorized by the 
federal district court at St. Louis, Mo.,, 
to spend $1,058,700 for the purchase of 
5,750 tons of 112-lb. rails and 82,500 tons 
of gravel ballast. 
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MOTOR VEHICLES 


THE Boston & MAINE has ordered from 
the American Car & Foundry Motors 
Company five buses powered with Hall- 
Scott horizontal engines. 


THE MAINE CENTRAL TRANSPORTATION 
Company has ordered from the American 
Car & Foundry Motors Company four 
buses powered with Hall-Scott horizontal 
engines. 


Supply Trade 





F. J. Dolan has been appointed assist- 
ant to vice-president of The Superheater 
Company, with headquarters at New 
York. 


Ernest L. Nye has been elected a mem- 
ber of the executive committee and J. 
Homer Platten has been elected a vice- 
president of The Brill Corporation. Both 
are directors of the corporation. 


C. P. Whitehead, manager of sales of 
the General Steel Castings Corpora- 
tion, Eddystone, Pa., has been. elected 
vice-president in charge of sales, and E. 
G. Hallquist, chief mechanical engineer, 
has been ‘elected vice-president in charge 
of engineering. 

William Arthur has been appointed 
manager of the Philadelphia, Pa., district, 
for the Allis-Chalmers Manufacturing 
Company, Milwaukee, Wis., to succeed 
the late J. E. Wray. Mr. Arthur was the 
company’s special representative for rail- 
way traction and mercury arc rectifiers in 
the East, attached to its New York and 
Philadelphia offices. 


A. D. Prendergast, formerly lubrication 
engineer of the Texas Company, Railway 
Sales Division, with headquarters at Kan- 
sas City, Mo., has been transferred to St. 
Paul, Minn., as representative of the Rail- 
way Sales Division, to succeed A. W. Lar- 
sen, who has been appointed assistant dis- 
trict manager, with headquarters at St. 
Louis, Mo. 


William §. Richardson, since 1931 
merchandising manager of The B. F. 
Goodrich Company, Akron, Ohio, in its 
mechanical goods division, has been ap- 
pointed general sales manager of the same 
division, succeeding C. E. Cook, who died 
on April 16. L. H. Chenoweth, assistant 
merchandising manager of the division 
since 1931, has been appointed merchan- 
dising manager. 


Ellsworth S. Block has been elected 
a director and L. A. Blackford a mem- 
ber of the executive committee of the 
American Car & Foundry Motors Co. 
John W. Robb has been elected a direc- 
tor of The a.c.f. Motors Company (Dela- 
ware) and of The a.c.f. Motors Company 
(New Jersey). Mr. Robb is treasurer of 





both companies and a vice-president of the 
Delaware corporation. 


A. C. Danekind, chairman of the 
General Electric’s factory equipment 
and practice committee, has been ap- 
_ pointed assistant to vice-president N. R. 
Birge, with office at Schenectady, N. Y. 
In his new position, Mr. Danekind will 
work with companies affiliated with the 
General Electric. This appointment fol- 
lows closely upon his recent election to 
the board of directors of the Locke In- 
sulator Corporation. 


J. B. Tytus has been elected vice-presi- 
dent in charge of operations of the Amer- 
ican Rolling Mill Company, Middle- 
town, Ohio, and Frank H. Fanning has 
been appointed .assistant vice-president in 
charge of operations. Mr. Tytus joined 
the Armco organization in 1904. He was 
awarded the Gary medal by the American 
Iron and Steel Institute several years ago 
for his part in the development of the 
continuous rolling process in the manufac- 
ture of iron and steel sheets; and was 
elected vice-president of Armco in charge 
of processing developments in 1927. Mr. 
Fanning entered the organization in 1909 
and was associated with Mr. Tytus in 
1912 at the Armco mill at Middletown; he 
later served on numerous special assign- 
ments and was appointed assistant to the 
executive vice-president in 1933. 


J. T. Lusignan, Jr., engineering assist- 
ant to the vice-president of The Ohio 
Brass Company, Mansfield, Ohio, has 
been appointed executive engineer. Mr. 
Lusignan will supervise all engineering ac- 
tivities of the company. After graduating 
from Massachusetts Institute of Technol- 
ogy with the degree of B.S. in electrical 
engineering, Mr. Lusignan spent a year in 
graduate work at the same institution and 


J. T. Lusignan, Jr. 


later received his Ph.D. degree from Stan- 
ford University. Following several years 
spent in research at the high-voltage lab- 
oratory of the General Electric Company, 
he entered the employ of The Ohio Brass 
Company as an engineer in the power 
utilities department. He has since occu- 
pied positions in both the Mansfield and 
Barberton divisions. 
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Finaneial 





ATCHISON, TopeKA & SAantA FEeE.—Bus 
Affiliate Sales Agreement.— Santa Fe 
Trails Transportation Company has ap- 
plied to the Interstate Commerce Commis- 
sion for authority to execute a conditional 
sales agreement to finance the purchase of 
45 air-conditioned buses from the Ameri- 
can Car & Foundry Motors Company. Of 
the total $740,812.50 involved, $200,000 will 
be paid on or before delivery of the buses, 
while the remaining $540,812.50, bearing 
interest at 6 per cent, will be paid between 
June 10, and April 10, 1939. 


AtTLantic Coast Line.—Annual Report. 
—The 1937 annual report of this road 
shows net income, after interest and other 
charges, of $2,454,140, as compared with 
net income of $1,915,155 in 1936. Selected 
items from the income account follow: 


Increase or 


1937 1936 Decrease 
RAILWAY 
OPERATING 


REVENUES $47,972,180 $43,593,212 $4,378,967 





Maintenance 
of way 4,941,670 
Maintenance 

of equipment 9,367,323 
Transportation 18,631,095 


4,647,281 


8,490,686 
17,040,411 


294,389 


876,636 
1,590,683 





ToTaL 

OPERATING 

EXPENSES 36,832,801 33,771,789 
8 77.47 


3,061,012 
Operating ratio 76.7 0.69 





Net REVENUE 
FROM 
OPERATIONS 
Railway 

tax accruals 


11,139,378 
4,825,000 


9,821,423 
4,465,000 


1,317,955 
360,000 





Railway oper- 
ating income 
Equipment 
rents—Net Dr. 
Joint facility 
rents—Net Cr. 


6,314,378 
1,432,580 
56,976 


5,356,423 
961,540 
20,870 


957,955 
471,040 
36,105 





Net Raitrway 
OPERATING 
INCOME 


4,938,774 
Other income 


4,846,961 
TotaLINcomME 9,785,736 


4,415,753 
4,832,429 


9,248,183 


523,020 
14,532 


537,553 








Misc. Depuc- 
TIONS FROM 


GrossIncomE *874,558 843,118 31,439 





Interest and 


rentals 6,457,037 6,489,909 


$2,454,140 $1,915,155 


-32,872 


$538,985 





Net Income 





*Includes $80,089.73 for taxes on Miscellane- 
ous Physical Property charged to Railway Tax 
Accruals in 1936 and previous years. 


Cuicaco, Burtincton & Quincy.—An- 
nual Report.—The annual report of this 
road for the year ended December 31, 1937, 
shows net income, after interest and other 
charges, of $4,907,254, as compared with 
net income of $5,157,164 in 1936. Selected 
items from the income statement follow: 


Increase or 
1937 1936 Decrease 
Average 
Mileage 
Operated 
RAILWAY 
OPERATING 
REVENUES 


8,975.40 9,004.40 -29.0 


$100,151,211 $98,082,410 $2,068,801 





Maintenance 
of way 
Maintenance 
of equipment 
Trans- 
portation 


14,033,990 12,797,544 1,236,446 
454,785 


1,633,871 


17,275,279 16,820,494 
36,183,416 34,549,545 





TOTAL 
OPERATING 
EXPENSES 


74,278,004 71,243,003 3,035,001 
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Operating 
ratio 





Net ReveE- 
NUE FROM 

OPERATIONS 
Railway tax 
accruals 


25,873,207 26,839,407 


7,731,465 8,411,125 





Railway 
operating 
income 

Hire of 
Equipment— 
Net Dr. 
Joint facility 
rents— 


Net Dr. 


18,141,741 18,428,281 


2,739,059 2,541,936 


2,076,186 2,437,518 





Net Raitway 
OPERATING 
INCOME 


4 13,326,496 13,448,826 
Other income 


1,354,862 1,294,350 





ToTAL 


INCOME 14,681,358 14,743,176 





Rent for 
leased roads 
Interest 

on funded 
debt 9,318,894 


145,121 154,957 


9,138,398 180,496 





ToTAL FIxED 


CHARGES 9,683,601 


$4,907,254 


188,210 





—$249,910 


Net INcoME 





Du.tutH, MissaBE & Iron RANGE— 
Annual Report.—The annual report of this 
company for the year ended December 31, 
1937, shows net income, after interest and 
other charges, of $11,455,742, as compared 
with net income of $6,937,650 in 1936. 
Selected items from the income account 
follow: 


Increase or 
1937 1936 Decrease 
RAILWAY 
OPERATING 


REVENUES $26,756,065 $19,091,036 $7,665,029 





TOTAL 
OPERATING 
EXPENSES 1,984,611 
Operating 

ratio 38.80 43.99 -5.19 


10,381,998 8,397,387 





Net REvENvE 
FROM 
OPERATIONS 
Railway tax 
accruals 


16,374,067 10,693,649 
3,643,123 


5,680,417 
1,652,708 


1,990,415 





Railway 
operating 
income 
Equipment and 
joint facility 
rents—Net Dr. 9,162 8,432 ~729 


12,730,943 8,703,233 4,027,709 





Net Rartway 
OPERATING 
INCOME 
Non-operating 
income 


12,721,781 
208,526 
Gross IncoME 12,930,307 


8,694,801 
182,023 26,502 


4,026,979 





8,876,825 4,053,482 





Rent for 
leased roads 
Interest on 
funded debt 


1,322,653 1,442,263 


15,575 


—119,609 


124,812 109,237 





Torta FIxeEp 


CHARGES 1,459,769 


NetIncome $11,455,742 $6,937,650 $4,518,091 


1,501,668 —41,898 








Du.tutH, SoutH SHoRE & ATLANTIC.— 
Reorganization.—The Interstate Commerce 
Commission, Division 4, has authorized 
John R. Hattstaedt, John R. Maher, and 
Charles H. Fox to serve as a protective 
committee for holders of the Duluth, South 
Shore & Atlantic first mortgage five per 
cent gold bonds, due January 1, 1937, in 
the reorganization proceedings of this 
company. 


Erte.—Ratification of Trustees —The 
Interstate Commerce Commission, Division 
4, has approved the ratification of Charles 


Continued on next left-hand page 
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TO CURE THE NATION’S ILLS 
| HELP THE RAILROADS 


Stabilization of industry is impossible until the Durable Goods 
Industry is re-established. 


8 In normal times the Railroads of the United States constitute one 
of the largest purchasers of durable goods. They have pulled 
the country out of past depressions and will do so again if given 


9 support. 

. Co-operative effort on the part of the National Administration, 
.2 the Railroads, and the Durable Goods Industry will lead the way 
32 to economic recovery. 

09 The Railroads are the barometer of the country. Improvement 
37 in economic recovery and reduction in unemployment will be in 
98 direct proportion to the increase in Railroad purchases for capital 
91 expenditures, materials and supplies. 


= Remove the bar to economic recovery by making possible in- 


ed creased Railway earnings and purchasing power through con- 
nd structive legislation and administrative action. 
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E. Denney and John A. Hadden as trustees 
of this company in reorganization pro- 
ceedings under Section 77 of the Bank- 
ruptcy Act. 


Louts1ana & NortHwest.—Reorganiza- 
tion—The Interstate Commerce Commis- 
sion, Division 4, has authorized Jonah J. 
Goldstein, Arthur M. Whitehill, and W. 
K. Belcher to serve as a protective com- 
mittee for holders of first mortgage five 
per cent gold bonds of this company in re- 
organization proceedings under Section 77 
of the Bankruptcy Act. 


Missournr & ARrKANSAS.—Notes.—The 
Interstate Commerce Commission, Divi- 
sion 4, has authorized this company to is- 
sue $80,066 of promissory notes, to be de- 
livered at par to the American Car & 
Foundry Company, as vendor, in part pay- 
ment for certain equipment. 


New York Centrat.—Bonds of Toledo 
& Ohio Central—This road has applied 
to the Interstate Commerce Commission 
for authority to assume obligation under 
its lease for $509,000 of Toledo & Ohio 
Central bonds, including $500,000 of 4 per 
cent St. Mary’s division gold bonds due 
February 1, 1951, and $9,000 of St. Mary’s 
division first preference income bonds, due 
on the same date. 


New York CentrAL.—Bonds.—The In- 
terstate Commerce Commission, Division 
4, has authorized this company to pledge 
and repledge from time to time to and in- 
cluding June 30, 1940, as collateral secur- 
ity, or as a part of the collateral security, 
for short term notes, all or any part of 
$6,903,000 of consolidation mortgage four 
per cent bonds, series C; $6,000,000 of 
New York Central & Hudson River 3%4 
per cent gold mortgage bonds; and $6,171,- 
000 of Michigan Central 414 per cent re- 
funding and improvement mortgage bonds, 
series A. 


New York, New Haven & Harrrorp. 
—Abandonment.—The Interstate Com- 
merce Commission, Division 4, has au- 
thorized the trustees of this company to 
abandon the operation and the trustees 
of the Hartford & Connecticut Western 
to abandon the following lines: (1) from 
Lakeville, Conn., to State Line, N. Y., 2.8 
miles; (2) from State Line, N. Y., to 
Rhinecliff, 41.9 miles. The commission 
has also authorized the trustees of the 
New Haven to abandon the following 
lines: (1) from Silvernails, N. Y., south 
to P. & E. Junction, 3.4 miles; (2) from 
Ancramdale, N. Y., west to P. & E. 
Junction and thence south to N. D. & C. 
Junction, 5 miles; (3) from Pine Plains, 
N. Y., west to N. D. & C. Junction, 0.7 
mile; (4) from N. D. & C. Junction, N. Y., 
southwest, through Stissing Junction, to 
Poughkeepsie Junction, 24.8 miles; (5) 
from Stissing Junction, N. Y., south to 
Hopewell Junction, 26.2 miles; (6) from 
State Line, N. Y., west, through Millerton, 
to the end of the line west of Millerton, 
1.9 miles. The commission has also dis- 
missed that part of the application asking 
for permission to abandon that part of 
the line near Boston Corners, N. Y. 


Orecon Paciric & EAstern.—Reorgani- 
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zation Plan.—This road has filed a plan of 
reorganization with the United States Dis- 
trict Court for the District of Oregon. 


Preorta & EAstTerRN.—Annual Report.— 
The annual report of this company for the 
year ended December 31, 1937, shows net 
income, after interest and other charges, of 
$156,045, as compared with net income of 
$425,782 in 1936. Selected items from the 
income account follow: 


Increase or 


1937 1936 Decrease 
Average Mile- 
age Operated 211.44 ri rr 
RAILWAY 
OPERATING 
REVENUES $2,576,313 $2,767,666 $191,353 





Tota OpERAT- 




















ING EXPENSES 2,064,591 1,980,572 84,019 
Operating ratio 80.14 71.56 8.58 
Net REVENUE 

FROM ” 
OPERATIONS 511,721 787,094 -275,373 
Railway tax 

accruals 180,621 188,908 —8,287 
Railway oper- 

ating income 331,100 598,186 -267,085 
Equipment 

rents—Net Dr. 137,697 136,568 1,128 
Joint facility 

rents—Net Dr. 65,207 64,168 1,038 
Net Rattway 

OPERATING 

INCOME 128,196 397,448 -269,252 
Non-operating 

income 39,064 39,151 —-86 
Gross INcoME 167,260 436,600 -269,339 
TotaL Depuc- 

TIONS FROM 

Gross INCOME 1715 10,817 398 
Net Income $156,045 $425,782 -$268,737 





Rock Istanp Lines.—Annual Report— 
The 1937 annual report of the Chicago, 
Rock Island & Pacific and its subsidiary 
companies, shows net deficit, after inter- 
est and other charges, of $9,556,879, as 
compared with net deficit of $13,118,589 in 
1936. Selected items from the income ac- 


count follow: 
Increase or 


























1937 1936 Decrease 
RAILWAY 
OPERATING 
REVENUES $81,643,250 $78,066,706 $3,576,543 
Maintenance 
of way 12,095,892 11,084,437 1,011,455 
Maintenance 
of equipment* 11,477,949 12,641,977 -1,164,027 
Transportation 33,478,139 32,058,560 1,419,579 
TOTAL 
OPERATING 
EXPENSES 68,510,801 67,401,772 1,109,028 
Operating ratio 83.91 86.34 —2.43 
Net REVENUE 
FROM 
OPERATIONS 13,132,448 10,664,933 2,467,515 
Railway 
tax accruals 4,334,922 5,611,294 -—1,276,372 
Railway oper- 
ating income 8,797,526 5,053,639 3,743,887 
Equipment 
rents—Net Dr. 3,223,585 2,921,861 301,724 
Joint facility 
rents—Net Dr. 1,115,234 1,131,096 —15,862 
Net Raritway 
OPERATING 
INCOME 4,458,706 1,000,681 3,458,025 
Other income 525,907 576,699 —50,791 
TotaLINcoMeE 4,984,614 1,577,380 3,407,233 
Rent for 
leased roads 159,549 155,386 4,163 
Total interest 14,272,563 14,422,975 -150,411 
Net INcoME 
(Dericit) $9,556,879 $13,118,589 $3,561,710 





* Excluding depreciation. 
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PittspurcH & LAKE Erte.—Annual R-- 
port.—The annual report of this road for 
the year ended December 31, 1937, shows 
net income, after interest and other 
charges, of $4,039,528, as compared with 
net income of $4,591,249 in 1936. Selected 
items from the income account follow: 


Increase or 
1937 1936 Decrease 
Average 
Mileage 
Operated 
RAILWAY 
OPERATING 
REVENUES 
ToTaL 
OPERATING 
EXPENSES 


233.83 233.83 Peiesee 


$23,069,703 $22,204,490 $865,213 


19,281,082 17,205,608 2,075,474 








Operating 


ratio 83.58 77.49 6.0% 





Net REeEvE- 
NUE FROM 
OPERATIONS 
Railway tax 
accruals 


4,998,881  -—1,210,260 


—209,320: 


3,788,621 


1,918,097 2,127,417 








RaILway 
OPERATING 
INCOME 
Equipment 


Net Cr. 2,262,979 
oint facilit 7 
ne tr. 4,326 33,003 —28,676 


1,870,523 2,871,463 —1,000,939 


1,990,759 272,219 








NET 
RAILWAY 
OPERATING 
INCOME 
Total other 
income 


4,137,829 


485,898 








ToTaL 
INCOME 
Rent for 
leased 
roads and 
equipment 
Interest on 


funded debt 


4,623,728 


46,427 
4,645 15,795 





TOTAL 
FIXED 


CHARGES —88,911 


143,159 


54,247 











NET 


INCOME $4,591,249 —$551,719 


$4,039,529 

















Rutianp.—Receiver Appointed. — The 
federal district court at Burlington, Va. 
has appointed George L. R. French, Rut- 
land, Vt., as receiver for this road. 





SouTtHERN.—Abandonment by Carolina 
& Northwestern—The Interstate Com- 
merce Commission, Division 4, has au- 
thorized this company to abandon the line 
extending from Milepost 113.2 to Edge- 
mont, N. C., 13.5 miles. The commission 
has also dismissed that part of the appli- 
cation requesting permission to abandon 
the remainder of the line extending from 
Milepost 110, at Lenoir, N. C., to Milepost 
113.2, 10 miles. 


Sr. Lours-SAN Francisco.—Annual Re- 
port—The 1937 annual report of this com- 
pany shows net deficit, after interest and 
other charges, of $7,930,109, as compared 
with net deficit of $7,722,727 in 1936. Se- 
lected items from the income account fol- 
low: 


Increase or 

1937 1936 Decrease 

Average Mile- a 2 
age Operated 5,331.23 5,545.98 -214.75 


RAILWAY 





OPERATING B: 
REVENUES $51,218,936 $50,182,968 $1,035,968 
Maintenance . 

of way 7,797,341 7,623,113 174,228 
Maintenance 

of equipment 8,452,224 8,355,927 96,296 





Continued on next left-hand page 
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1,600,000 


TROUBLE-FREE MILES, 


Photograph courtesy of the Union Pacific Railroad 


For approximately 1,600,000 locomotive miles the pedestal fits of the 
roller-bearing driving boxes on these 20 locomotives have given perfect 
service —not a single report of pounding, stuck boxes, or re-lining. 

The Franklin Automatic Compensator and Snubber has maintained 
accurate adjustment — compensated for wear and driving box temper- 
ature change and protected the alignment of rods, axle bearings, and 
the original tolerances. 

On these locomotives it has provided lower maintenance, easier 


riding, and increased availability for service. 
















No locomotive device is better than the replacement part used for maintenance. 
Genuine Franklin repair parts assure accuracy of fit and reliability of performance. 





FRANKLIN AUTOMATIC 


COMPENSATOR AND 


SNUBBER 
















34 














Trans- 


portation 20,077,113 18,274,159 1,802,953 





TOTAL 

OPERATING 

EXPENSES 43,194,345 
3 


s f 41,170,782 2,023,562 
Operating ratio 84.33 82.04 2.29 





Net REVENUE 
FROM 
OPERATIONS 
Railway 

tax accruals 


8,024,591 
$3,312,453 


9,012,185 
*3,713,420 


—987,593 
—400,966 





Hire of Equip- 
ment— Net 
Joint facility 
rents—Net 


310,194 
229,303 


118,865 
300,741 


-191,329 
~71,438 





Net RatLway 
OPERATING 
INCOME 


1 4,793,029 
Other income 


182,105 
4,975,134 


5,116,888 
153,071 


5,269,959 


—323,858 
29,033 





Gross INCOME —294,825 





Tora Depuc- 
TIONS FROM 


Gross INCoME 64,072 72,789 ~—8,716 





Balance avail- 
able for interest 4,911,062 
Interest on 
fixed charge 
obligations 


5,197,170 —286,108 


12,841,171 


12,919,898 —78,726 





Net INCoME 
(deficit) $7,930,109 $7,722,727 -$207,381 





* Includes $1,292,382.64 accruals for Federal 
Railroad Retirement Act of 1937, and Federal 
and State Unemployment Acts; also credit of 
$720,100.27 account of cancellation of 1936 ac- 
cruals for the Retirement Act of 1935. 

*Includes $981,015.61 accruals for 
Railroad Retirement Act of 
and State Unemployment Acts. 


Federal 
1935 and Federal 


Average Prices of Stocks and Bonds 


Last 
year 


56.73 
80.85 


Last 

: May 10 week 
Average price of 20 repre- 
sentative railway stocks. . 
Average price of 20 repre- 
sentative railway bonds. . 


24.25 22.78 


58.02 55.24 


Dividends Declared 


Cleveland & _Pittsburgh.—Guaranteed, 8714¢, 
quarterly; Special Guaranteed, 50¢, quarterly, 
both poet June, 1938, to holders of record 


“7 7 a ; 
orfolk & Western.—$2.50, quarter] 
June 18 to holders of re May 31. oieipanan 
Reading Company.—First Preferred, 50¢, quar- 
terly, payable sae 9 to holders of record May 19. 
Richmond, Fredericksburg & Potomac.—7 Per 
Cent Guaranteed, $3.50, semi-annually; 6 Per 
Cent Guaranteed, $3.00, semi-annually, both pay- 
able May 2 to holders of record April 30. 
— Jereey A Seashore.—6 Per Cent Special 
i nteed, -50, semi-annuall 
to holders of record May 14. Sao « 


Construction 





Western Pactric.—A_ contract was 
awarded to Ryberg Bros., Salt Lake City, 
Utah, and to the Columbia Steel Company, 
San Francisco, Cal., for the installation of 
a new 110 ft. turntable at Stockton, Cal. 


The total cost of this project is approxi- 
mately $56,000. 


WEstTERN Pactric.—A contract has been 
awarded to the Gibbons and Reed Com- 
pany, Salt Lake City, Utah, for the con- 
struction of various drainage facilities be- 
tween Pilot, Nev., and Wendover, Utah, 
consisting of ditches, dikes and culverts. 
The contract also includes the construction 
of housing facilities for section forces at 
Proctor, Nev. The total amount of work 
is estimated at $60,000. 
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Railway 
Officers 


EXECUTIVE 


Elbert G. Bennett, of Ogden, Utah, 
and Percy J. Ebbott of New York, both 
bankers, were elected directors of the 
Kansas City Southern at the annual stock- 
holders’ meeting in Kansas City, Mo., on 
May 10. 





Charles E. Denney, president of the 
Erie, and John A. Hadden, Cleveland, 
Ohio, attorney, who were appointed trus- 
tees of the Erie on February 14, as re- 
ported in the Railway Age of February 19, 
were ratified in that capacity by the Inter- 
state Commerce Commission on May 6. 


Roy M. Farrar, president of the Union 
National Bank, Houston, Tex.; R. Ward 
McGill, president of the Kansas Milling 
Company, Wichita, Kan.; Walter W. 
Smith, president, First National Bank, St. 
Louis, Mo.; and Harold M. Stratton, 
president, Stratton Grain Company, Mil- 
waukee, Wis., were elected directors of 
the Missouri Pacific at the annual stock- 
holders’ meeting in St. Louis, Mo., on 
May 10. 


FINANCIAL, LEGAL AND 
ACCOUNTING 


Alfred M. Blanchard, acting auditor 
of the Detroit & Toledo Shore Line at 
Detroit, Mich., was promoted on May 2 
to auditor at Detroit. 


W. R. Pitt, assistant auditor of dis- 
bursements of the Baltimore & Ohio, with 
headquarters at Baltimore, Md., has been 
appointed auditor of disbursements, with 
the same headquarters, succeeding George 
H. Pryor, who has retired from active 
duty. C. E. Catt, division accountant at 
Pittsburgh, Pa., has been appointed as- 
sistant auditor of disbursements. Mr. 
Pryor was born at Baltimore on December 
27, 1864, and was educated in the Balti- 
more public schools and City College. He 
started with the Baltimore & Ohio as a 
clerk in the accounting department at Bal- 
timore in July, 1884, was appointed chief 
clerk to auditor of disbursements in Au- 
gust, 1898, and special accountant in Octo- 
ber, 1901. In May, 1906, Mr. Pryor was 
appointed auditor of disbursements, the 
position he held until his retirement. 


Joseph Forney Johnston, member of 
the law firm of Cabannis & Johnston, of 
Birmingham, Ala., has been appointed as- 
sistant general counsel of the Seaboard 
Air Line. Mr. Johnston will assume gen- 
road’s law department, succeeding in this 
capacity James Fulton Wright, who has 
retired, at his own request, from the posi- 
tion of general solicitor, after more than 
40 years of service. The position of gen- 
eral solicitor has been abolished. Mr. 
Wright will continue with the Seaboard 
Air Line until January 1, 1939, in a con- 
eral charge of the headquarters of the 
sulting capacity as counsel. He was born 
at Wilmington, N. C., on December 9, 
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1873, and attended the University of Vi:- 
ginia (B.L., 1903). 
Mr. Johnston was born on July 31, 1905, 


Joseph F. Johnston 


at Birmingham, and was educated at 
Princeton University (A.B., 1927) and 
Harvard University (LL.B., 1930). He 
served as district counsel for the St. Louis- 
San Francisco and the Seaboard Air Line, 
before becoming a member of the law 
firm of Cabannis & Johnston. 


Smith R. Brittingham, assistant gen- 
eral solicitor of the Seaboard Air Line, 
has been appointed general claims attor- 
ney, with headquarters at Norfolk, Va. 
Charles T. Abeles, assistant general solic- 
itor, has been appointed general attorney, 
with headquarters at Norfolk. 

Mr. Brittingham was born on December 
4, 1884, at Portsmouth, Va., and attended 
Washington & Lee University, (LL.B, 
June, 1905). He entered railroad service 
on October 1, 1908, with the Seaboard Air 
Line and was appointed solicitor on March 
1, 1920. Mr. Brittingham was appointed 
assistant general solicitor on November 


Smith R. Brittingham 


15, 1924, the position he held until his 
recent appointment as general claims at 
torney, effective May 1. He is author of 
“The Claim Agent and His Work,” one 
of the leading text books respecting rail- 
way personal injury claims. He was pres 
dent of the Association of Railway Claim 
Agents in 1929-1930. 

Mr. Abeles was born on July 22, 1891, 


Continued on next left-hand past 
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59 OF A SERIES OF FAMOUS ARCHES OF THE WORLD 





STONE BRIDGE OF PANAMA VIEJO 


Panama Viejo (Old Panama) was founded in 1517 and 
was the first settlement by white men on the Pacific 
Coast of the New World. The causeway and stone arch 
bridge shown above spanned the swamp separating tlie 
city from the mainland. It was over this bridge, which is 
still standing, that the buccaneers under Henry Morgan 


drove their 600 prisoners and 175 animals laden with 


loot, after the sacking of the city in 1671. » » » The 
Security Sectional Arch does not date back to 1517, 
nor can it be said that the wealth of a city was car- 
ried over it, buf—since its introduction in 1910 as one 
of the first effective efforts at fuel conservation, the 
Security Arch has made possible savings in fuel that 


would more than equal the wealth of Old Panama. 


THERE'S MORE TO SECURITY ARCHES THAN JUST BRICK 


HA RBISON-WALKER 
REFRACTORIES CO. 


Re‘ractory Specialists 





AMERICAN ARCH CO. 
INCORPORATED 
60 EAST 42nd STREET, NEW YORK, N. Y. 


Locomotive Combustion 
Specialists 
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at St. Louis, Mo., and attended Harvard 
University, receiving his A.B. in 1913 and 





Charles T. Abeles 


LL.B. in 1916. On May 1, 1919, he en- 
tered railroad service in the law depart- 
ment of the Seaboard Air Line. He was 
appointed solicitor on July 1, 1926, and 
assistant general solicitor on October 1, 
1934, the position he held until his recent 
appointment, effective May 1. 


T. J. Gracey, regional auditor (west- 
ern region) on the Canadian National, 
with headquarters at Winnipeg, Man., has 
been promoted, effective May 2, to auditor 
of the Grand Trunk Western at Detroit, 
Mich., succeeding Paul Heitman, de- 
ceased. Frank S. Rose, chief accountant 
of disbursements (western region), on the 
Canadian National, has been promoted to 
regional auditor, with headquarters as be- 
fore at Winnipeg, succeeding Mr. Gracey, 
and Charles M. Brown, chief accountant 
joint facilities (western region), has been 





T. J. Gracey 


promoted to assistant regional auditor at 
Winnipeg, replacing Mr. Rose. J. C. Gil- 
lespie, acting auditor of the Grand Trunk 
Western at Detroit, has been appointed as- 
sistant auditor at that point. 

Mr. Gracey was born at Kingston, Ont., 
on March 21, 1889, and first entered rail- 
way service on February 6, 1906, at North 
Bay, Ont., as secretary to the superinten- 
dent of the Temiskaming & Northern On- 
tario, and in July, 1903, was promoted to 
chief clerk to the superintendent. In May, 
1910, he became superintendent’s account- 
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ant and in June, 1915, he was promoted to 
auditor of disbursements at Toronto, Ont. 
In February, 1920, Mr. Gracey went with 
the Canadian National as assistant auditor 
of disbursements at Toronto, and on March 
1, 1923, he was promoted to assistant comp- 
troller (western region) at Winnipeg. He 
was promoted to regional director (western 
region) at Winnipeg on June 1, 1930, and 
held that position until his recent promo- 
tion to auditor of the Grand Trunk West- 
ern. 


OPERATING 


E. L. Ray, acting general manager of 
the Detroit & Toledo Shore Line, was pro- 
moted on May 2 to general manager, with 
headquarters as before at Detroit, Mich. 


D. C. Dobbins, superintendent of the 
South Texas district of the Missouri-Kan- 
sas-Texas, with headquarters at Smithville, 
Tex., has been transferred to Wichita 
Falls, Tex., as superintendent of the North- 
western district, succeeding F. P. Blount, 
who in turn replaces Mr. Dobbins at 
Smithville. 


C. T. Montgomery, assistant superin- 
tendent of the New Glasgow division of 
the Canadian National, with headquarters 
at New Glasgow, N. S., has been ap- 
pointed acting superintendent of that di- 
vision, succeeding J. J. MacLeod, who 
has been granted leave of absence on ac- 
count of illness) F. E. Tibbetts, chief 
despatcher at New Glasgow, has been ap- 
pointed acting assistant superintendent of 
the New Glasgow division, succeeding Mr. 
Montgomery. 


R. W. Rogers, superintendent of the 
North Carolina division of the Seaboard 
Air Line, with headquarters at Hamlet, 
N. C., has been appointed assistant general 
manager, in charge of the Northern dis- 
trict, with headquarters at Savannah, Ga., 
succeeding G. R. Carlton, who will retire 
on May 16. John White, trainmaster at 
Atlanta, Ga., has been appointed superin- 
tendent of the North Carolina division, 
to succeed Mr. Rogers. 


TRAFFIC 


C. O. Heller, assistant general livestock 
agent of the Missouri-Kansas-Texas, with 
headquarters at Fort Worth, Tex., has 
been promoted to general livestock agent 
at Fort Worth, to succeed J. H. Wilson, 
who on account of prolonged illness, has 
been assigned to other duties. 


L. Gallagher, assistant general freight 
agent of the New York, Chicago & St. 
Louis at Cleveland, Ohio, was promoted, 
effective May 1, to general freight agent 
at Cleveland, succeeding B. A. Gaetz, who 
has resigned to accept membership on the 
Official Classification Committee. W. F. 
Backus, chief clerk to freight traffic man- 
ager (legislative) at Cleveland, was pro- 
moted to assistant general freight agent, 
replacing Mr. Gallagher at Cleveland. 


Warren H. Smith, traffic representa- 
tive of the Boston-Maine—Central Ver- 
mont Airways (the air subsidiary of the 
Boston & Maine, the Maine Central and 
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the Central Vermont), has been promoted 
to assistant traffic manager, with headquar- 
ters at North Station, Mass. In connec- 
tion with his new position, Mr. Smith wilt 
assume the duties of J. V. Sheehan, gen- 
eral passenger agent, who has retired. 


Allen R. Gould, assistant freight and 
passenger traffic manager of the Chicago 
& North Western at Chicago, has been 
appointed assistant traffic manager at Chi- 
cago. 


Eugene B. Finegan, freight traffic 
manager of the Milwaukee, who has been 
appointed to the newly-created position of 
assistant chief traffic officer, with head- 
quarters as before at Chicago, as reported 
in the Railway Age of April 30, was born 
on November 16, 1880, at Iron Ridge, Wis. 
He first entered railway service with the 





Eugene B. Finegan 


Chicago, St. Paul, Minneapolis & Omaha 
in September, 1899, in the machine shop 
at Hudson, Wis., and then served as 
stenographer and clerk in the office of the 
general agent of the Great Northern at 
St. Paul, Minn. After moving to a sim- 
ilar position with the Milwaukee at the 
same place in May, 1904, Mr. Finegan 
was transferred to Chicago where he 
served from November, 1906, to April, 
1916, as chief clerk successively to the 
assistant general freight agent, general 
freight agent, freight traffic manager, and 
vice-president, then becoming chief of the 
tariff bureau. He was promoted to as- 
sistant general freight agent at Chicago in 
February, 1917, to general freight agent in 
April, 1922, to assistant freight traffic man- 
ager in June, 1925, and has been freight 
traffic manager at Chicago since 1927. 


M. H. McEwen, whose promotion to 
the position of western traffic manager of 
the Chicago, Milwaukee, St. Paul & Pacific, 
at Seattle, Wash., was reported in the May 
7 issue of the Railway Age, is a native of 
New Jersey and was born on July 9, 1883. 
He entered the service of the Milwaukee 
on September 1, 1901, as a clerk: and sten- 
ographer in the freight department at Chi- 
cago and was promoted on July 1, 1906, to 
secretary to the president of the Chicago, 
Milwaukee & St. Paul Railway of South 
Dakota and Montana, with headquarters 
in Chicago. On January 1, 1909, he was 
transferred to the vice-president’s office, 
serving as chief clerk, until his appoint- 


Continued on next left-hand page 
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Steps in forging the return band section of Elesco superheater units. 
Steam Travels ‘4ast 

That is why superheater units are streamlined. No weld ridges or other 
obstructions to affect the flow of steam from the boiler to the cylinders — 
or gases from firebox to front end. 

Elesco units are designed to provide one continuous and smooth path for 
the steam, with smooth external surfaces for the gases; thus assuring the 
minimum resistance to the flow of these important factors in locomotive 


efficiency. 


These qualities are paramount in Elesco REmanufactured units. 


a THE SUPERHEATER COMPANY 


Representative of AMERICAN THROTTLE COMPANY, INC. 
60 East 42nd Street, NEW YORK 122 S. Michigan Avenue, CHICAGO 
Canada: THE SUPERHEATER COMPANY, LTD., MONTREAL 


Superheaters - Exhaust Steam Injectors - Feed Water Heaters - American Throttles - Pyrometers - Steam Dryers 
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ment on October 1, 1914, as contracting 
freight agent in the general agent’s office 
in Chicago. He was promoted to traveling 





M. H. McEwen 


freight and passenger agent, with head- 
quarters at Waterloo, Iowa, on March 1, 
1916, and was transferred on March 16, 
1917, to Davenport, Iowa, where he served 
successively as assistant commercial agent, 
general agent, and city freight and pas-. 
senger agent. On October 1, 1918, Mr. 
McEwen was promoted to traffic repre- 
sentative of the vice-president, with head- 
quarters at Chicago, and on November 16, 
of the same year he was appointed chief 
clerk to the federal traffic manager at 
Chicago. He was appointed general agent 
at Denver, Colo., on March 1, 1920, and 
was promoted to division freight and pas- 
senger agent at Dubuque, Iowa, on April 
14, 1922. On June 22, 1925, Mr. McEwen 
was transferred to Pittsburgh, Pa., as gen- 
eral agent and on April 16, 1926, he was 
appointed general agent at New York, re- 
maining there until March 16, 1935, when 
he was promoted to general northwestern 
freight agent, with headquarters at Min- 
neapolis, Minn., the position he held at the 
time of his recent promotion to western 
traffic manager at Seattle. 


O. M. Sandahl, whose promotion to 
general freight agent of the Minneapolis 





O. M. Sandahl 


& St. Louis at Minneapolis, Minn., was 
reported in the Railway Age of April 23, 
was born on January 11, 1889, at Center- 
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ville, Iowa, and entered railway service at 
that point on November 1, 1904, as a tele- 
graph operator for the lowa Central (now 
a part of the M. & St. L.). Later he be- 
came a telegraph operator for the Des 
Moines Union at Des Moines, Iowa. On 
October 1, 1910, he went with the New 
York Central as a stenographer and solici- 
tor at Des Moines, but left this road in 
February, 1918, to enter the U. S. Army. 
Mr. Sandahl returned to railroad service 
in December, 1922, when he became a clerk 
and solicitor for the M. & St. L. in Des 
Moines. He was subsequently appointed 
traveling agent at Des Moines; traveling 
agent at Chicago; general agent at De- 
troit, Mich.; and general agent at Boston, 
Mass. On May 1, 1937, he was promoted 
to assistant general freight agent at Min- 
neapolis, which position he held at the 
time of his recent promotion. 


Edwin W Soergel, whose appointment 
as freight traffic manager of the Chicago, 
Milwaukee, St. Paul & Pacific at Chicago 
was reported in the May 7 issue of the 
Railway Age, was born in Chicago on July 
15, 1886, and entered railway service in 
1902 in the traffic department of the Mil- 





Edwin W. Soergel 


waukee at Chicago, and later served in 
that department at Butte, Mont., and Seat- 
tle, Wash. During the period of federal 
control of the railroads he served with the 
Portland District Freight Traffic Commit- 
tee, with headquarters at Portland, Ore., 
and later was transferred to the Western 
Freight Traffic Committee of the U. S. 
Railroad Administration, with headquarters 
in Chicago. After federal control, Mr. 
Soergel returned to the Milwaukee as as- 
sistant general freight agent at Chicago, 
and early in 1926 was promoted to general 
freight agent at that point. In January, 
1927, he was promoted to assistant freight 
traffic manager at Chicago, which position 
he held at the time of his promotion. 


Frank G. Fitzpatrick, general eastern 
agent of the Chicago & North Western at 
New York, has been appointed chief traf- 
fic officer, a newly-created position, effec- 
tive June 1, with headquarters at Chicago. 
Robert O. Small, general freight agent 
at Chicago, has been appointed freight 
trafic manager, effective June 1, succeed- 
ing Samuel F. Miller, who retires on 
that date. 
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Mr. Fitzpatrick was born on August 2', 
1889, and entered the service of the North 
Western on June 1, 1906, as a car tracr 





Frank G. Fitzpatrick 


and record clerk at Chicago. On May 1, 
1910, he was promoted to cashier and ac- 
countant at Chicago, and on August 18, 
1912, he became traveling agent at Pitts- 
burgh, Pa., being transferred to New York 
as traveling agent on April 14, 1914. He 
left the North Western on September 1, 
1917, to serve in the army, returning in 
March, 1920, as general agent at Detroit, 
Mich.; in October of that year he was 
transferred to New York as general agent. 
On August 1, 1937, Mr. Fitzpatrick was 
promoted to general eastern agent at New 
York, which position he will hold until he 
assumes his new duties on June 1. 

Mr. Small was born on August 10, 1889, 
and began railroad service in the freight 
department of the North Western at 
Peoria, Ill., on June 2, 1910. He was trans- 
ferred to Indianapolis, Ind., on September 
1, 1912, and was promoted to chief clerk 
in the Buffalo, N. Y., office on June 1, 
1913. He was appointed traveling agent 
at New Orleans, La., on June 1, 1917, and 
on April 1, 1918, he was transferred to 
Sioux City, Iowa; on June 1, 1919, he was 
again transferred to Green Bay, Wis. On 
April 1, 1920, Mr. Small was promoted to 
general agent at Indianapolis, Ind., and on 





Robert O. Small 


April 1, 1924, he was appointed general 
agent at Philadelphia, Pa. He was pro- 
moted to general freight agent at Ch cago 
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INE new streamlined "locomotives of the 4-6-4 type have been completed 

for the Chicago and North Western to speed up the heavy passenger 
trains between Chicago and Omaha. The trains in this service, usually consisting 
of 14 to 16 cars, have outgrown the capacities of the existing 4-6-2 engines which 
previously hauled them. 


The new streamlined locomotives, attractively sheathed and painted to harmonize 
with the new cars also operating in this service, develop maximum possible power 
obtainable with three driving axles. 


NEW POWER — NEW PROFITS 


Weight on Drivers 216,000 pounds Diameter of Drivers 84 inches 
Weight of Engine 412,000 pounds Boiler Pressure 300 pounds 
Cylinders 25 x 29 inches Tractive Power 55,000 pounds 


OS VAAN NOTES) VOM ASEEO VN 
me CHURCH STREET NEV YORK NAY 
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on June 30, 1929, and holds that position 
until his promotion on June 1. 

Mr. Miller was born at Wenona, III. 
and entered railway service with the North 
Western on July 21, 1881. He served as 
a telegraph operator and cashier until 1884, 
and as a station agent at various points in 
Wisconsin from 1884 to 1890. From 1890 
to 1895 he was a traveling agent and from 
1896 to 1901 was a general agent. He was 
promoted in 1902 to assistant general 
freight agent at Chicago and in 1906 was 
promoted to general freight and passenger 
agent of the lines west of the Missouri 
river, with headquarters at Omaha, Neb. 
In September, 1912, Mr. Miller was ap- 
pointed general freight agent at Chicago, 
and in May, 1921, he was promoted to as- 
sistant freight traffic manager at that point. 
In June, 1929, he was appointed freight 
trafic manager. 


MECHANICAL 


C. L. Wilson, master mechanic of the 
Elgin, Joliet & Eastern at Joliet, Ill., was 
promoted, effective May 1, to superinten- 
dent of motive power, succeeding J. C. 
Shreeve, who has retired. 


ENGINEERING AND SIGNALING 


H. E. Brashares, who has been pro- 
moted superintendent of signals of the 
Great Northern at St. Paul, Minn., as re- 
ported in the May 7 issue of Railway Age, 
was born in Janesville, Ill., on September 
5, 1881, and was graduated from the elec- 
trical engineering course at Armour In- 
stitute of Technology in 1905. He began 
his railway service with the Illinois Cen- 
tral in September, 1905, as a draftsman 
and inspector in the signal department. 


H. E. Brashares 


Leaving the Illinois Central in April, 1907, 
he worked with the Continental Signal 
Company, Chicago, as designing engineer, 
but returned to railway service in June, 
1910, as a signal supervisor on the Chi- 
cago & Western Indiana. He became sig- 
nal inspector on the Great Northern on 
October 1, 1911, and a year later was pro- 
moted to assistant signal engineer. He 
left railway service again on September 1, 
1916, to become signal engineer of the Chi- 
cago Railway Signal & Supply Company, 
but returned to the Great Northern in 
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1918 in the valuation section and was ap- 
pointed signal office engineer on April 1, 
1921, later becoming assistant signal engi- 
neer. In April, 1924, he was promoted to 
assistant superintendent of signals, with 
headquarters at St. Paul, which position 
he held until his recent promotion to super- 
intendent of signals. 


PURCHASES AND STORES 


C. S. Palsgrove, district storekeeper on 
the Chicago & North Western, with head- 
quarters at Clinton, Iowa, has been trans- 
ferred to Boone, Iowa, with the same 
jurisdiction as formerly. 


SPECIAL 


M. J. Wegener, acting chief special 
agent of the Great Northern, was appointed 
chief special agent, with headquarters as 
before at St. Paul, Minn., effective May 1. 


OBITUARY 


Samuel McClanahan Fulton, who re- 
tired on April 15 as assistant general man- 
ager of the refrigerator department of the 
Atchison, Topeka & Santa Fe at San Fran- 
cisco, Cal., died at that point on May 5. 


H. F. Cary, formerly assistant pas- 
senger traffic manager for the Southern, 
with headquarters at Cincinnati, Ohio, 
died at Asheville, N. C., on May 9. Mr. 
Cary retired on February 1 of this year 
and a sketch of his railway career ap- 
peared in the Railway Age of February 5. 


George W. Bebout, electrical and shop 
engineer, Chesapeake & Ohio, died on May 
10. Born at Parkersburg, W. Va., on May 
18, 1874, he received his secondary educa- 
tion at the Greenbrier Seminary and, sub- 
sequently, the Allegheny Collegiate Insti- 
tute, where he specialized in electrical engi- 
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neering and power plants. In 1894 he en- 
tered the service of the Richmond Railway 


George W. Bebout 


& Electric Company, where he served for 
four years in various capacities. Follow- 
ing this, he was employed by the Chesa- 
peake & Ohio in shop service for a few 
months, after which he went with the 
Richmond Locomotive Works (now the 
American Locomotive Works). Here, he 
was promoted from foreman of the elec- 
trical department to electrical engineer of 
the American Locomotive Company, to 
succeed E. M. Archibald. Later Mr. Be- 
bout also took over the duties of shop en- 
gineer as well, with the title of electrical 
and shop engineer, serving in this capacity 
until 1912, when he entered the service of 
the Chesapeake & Ohio, in the capacity 
which he held at the time of his death. 
For many years Mr. Bebout has been an 
active supporter of the work done by the 
two Electrical Sections of the Association 
of American Railroads. He was president 
of the Association of Railway Electrical 
Engineers, 1932-33. 


The Recreation-Entertainment Car Hostess of the Atlantic Coast Line’s “Florida Special” 
Gives Passengers a Sound-Motion Picture Show 
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Annual Report—New York Central Railroad Company 


To the Stockholders of 
Tue New York CENTRAL RAILROAD COMPANY: 
The Board of Directors herewith submits its report for the 
year ended December 31, 1937, with statements showing the in- 
come and the financial condition of the company. 


The Year's Business 


There was an improvement in the business of the company 
during the first nine months of the year, resulting in an in- 
crease of $16,865,848 (6.45%) in total revenue for that period 
compared with the same period of the previous year. During 
the last quarter of the year, however, there was an abrupt 
downward trend in revenues, due to the general decline in bus- 
iness, resulting in a decrease of $11,703,593.49 for that period 
and reducing the increase for the year to $5,162,254.51 (1.43%) 
as compared with 1936. 

Revenue freight handled amounted to 131,549,445 tons, an in- 
crease of 5,606,177 tons (4.45%). Freight revenue amounted 
to $257,541,451.58, a decrease of $172,967.79 (.07%). This de- 
crease in revenue resulted from the discontinuance on December 
31, 1936, of the so-called emergency rates which amounted to 
$11,050,298.25 during that year and from increased charges 
against freight revenue in 1937 for pick up and delivery service 
amounting to $1,989,778. 

Tonnage of commodities handled, by classes, together with 
revenues therefrom (before deductions for absorbed switching, 
overcharges, etc.), compared with the previous year was: 


Increase Increase 
Tons or or 
Class Handled Decrease Revenue Decrease 
Products of agri- 
CUMS ccccvce 7,780,013 812,051 D $18,883,372 $1,042,588 
Animals and pro- 
SS eae 2,255,764 90,055 D 15,199,983 1,309,214 


Products of mines 77,144,043 3,235,909 I 


Products of forests 3,095,353 193,147 I 7,049,518 634,118 
Manufactures and 

miscellaneous .. 38,770,475 2,782,668 I 125,392,186 3,648,647 
All less than car- 

load traffic .... 2,503,797 296,559 I 23,135,738 2,426,767 





D 
D 
81,169,940 1,713,410 4 
I 
I 
I 


GRAND ToTaL .. 131,549,445 5,606,177 I $270,830,737 $2,644,320 





The Company carried 51,171,829 revenue passengers, an in- 
crease of 2,902,753 (6.01%). Interline passengers increased 
428,617 (17.92%), local passengers increased 3,338,099 (22.44%), 
while commutation passengers decreased 863,963 (2.78%). Pas- 
senger revenue amounted to $66,405,563.93, an increase of $3,829,- 
739.72 (6.12%). 

Net railway operating income was $36,028,267.25, a decrease 
of $9,250,358.39. : 

Net income for the year amounted to $6,352,611.95, which 
was carried to the credit of profit and loss. 


Income Account for the Year 

Inctupinc Att LEASED LINES 
Year ended Year ended 
Dec. 31,1937 Dec. 31, 1936 


11,079.52 miles 11,218.81 miles 
operated operated 


+Increase or 
—Decrease 


OPERATING INCOME 139.29 miles 


RAILWAy OPERATIONS 
Railway operating 


revenues $366,226,126.46 $361,063,871.95  +$5,162,254.51 
Railway operating 
expenses 284,000,438.88 268,830,436.27 +15,170,002.61 





Net REVENUE 
FROM RAILWAY 


OPERATIONS $82,225,687.58 $92,233,435.68 -$10,007,748.10 





Percentage of expenses 
to revenues (77.55) (74.46) +(3.09) 
Railway tax accruals $32,160,527.04 $30,812,037.47 +4$1,348,489.57 
RAILWAy OPERATING 

INCOME 





$50,065,160.54  $61,421,398.21 -$11,356,237.67 





Equipment rents, 


net debit $10,722,837.90  $12,424,247.54 -$1,701,409.64 
Joint facility rents, 
net debit 3,314,055.39 3,718,525.03 —404,469.64 





Net Rattway Oper- 


ATING INCOME $36,028,267.25  $45,278,625.64 -$9,250,358.39 





OTHER INCOME 
evenues from miscel- 


lancous operations $710,121.30 $655,614.14 +$54,507.16 
neome from lease of road 

and equipment 551,341.14 632,230.62 —80,889.48 
Miscc!laneous rent income 3,525,522.54 3,471,037.79 +54,484.75 
Misccilaneous non-operat- 

ing physical property 1,335,227.85 1,225,304.13 +109,923.72 
eparately operated prop- 

ertics—profit 527,219.76 695,861.99 —168,642.23 
Dividend income 11,675,123.26 9,088,453.15 +2,586,670.11 


(Other Income—Continued) 
Income from funded 


securities 4,654,454.57 5,098,429.53 443,974.96 
Income from unfunded 

securities and accounts 1,186,281.36 1,308,541.17 122,259.81 
Income from sinking an‘ 

other reserve funds 77,870.12 114,102.06 —36,231.94 
Miscellaneous income 74,233.79 


175,887.66 


101,653.87 





Tota, OTHER 


INCOME $24,317,395.69  $22,465,462.24 +$1,851,933.45 


$60,345,662.94 $67,744,087.88 -$7 ,398,424.94 








Tota INCOME 





MISCELLANEOUS ]EDUCTIONS 
FROM INCOME 
Expenses of miscel- 














laneous operations $552,459.25 $502,606.74 +$49,852.51 
Taxes on miscellaneous 
operating property 72,275.32 56,631.11 +15,644.21 
Miscellaneous rents 627,010.91 572,321.91 +54,689.00 
Miscellaneous tax 
accruals 359,928.44 352,349.09 79.35 
Separately operated prop- 
erties—loss 648.22 7,509.04 —6,860.82 
Miscellaneous income 
charges 183,664.63 177,944.77 +5,719.86 
TotTat MiIsceEL- 
LANEOUS DeEbDUuc- 
TIONS $1,795,986.77 $1,669,362.66 +$126,624.11 
INcOME AVAILABLE 
FOR Fixep CuHarces $58,549,676.17 $66,074,725.22 -$7,525,049.05 
Fixep CHARGES 
Rent for leased road , 
and equipment $25,163,018.97 $26,707,626:73 -$1,544,607.76 
Interest on funded debt 26,404,466.26 28,777,854.14 —2,373,387.88 
Interest on unfunded 
debt 629,578.99 1,656,069.37 


—1,026,.490.38 





TotaL Fixep 


CHARGES $52,197,064.22 $57,141,550.24 


$6,352,611.95 


—$4,944. 486.02 





$8,933,174.98  -$2,580,563.03 


Net INcoME 











Equipment depreciation 
charges included in 








expenses $16,111,419 $16.225,349 —$113,930 
Included in other income 
and rent for leased 
roads and equipment 
are certain intercom- 
pany transactions rep- 
resenting credits and 
corresponding debits 
amounting to $5,703,048 $6,129,779 —$426,731 
Also included in other 
income are items rep- 
resenting interest and 
dividends amounting to $1,512,904 $1,701,119 —$188,215 
received on securities of and advances to terminal and other railroad com- 
panies whose properties are jointly used by this Company, as to the major 
portion of ~hich a like amount was paid by the Company to those com- 
panies as rental and included in Joint Facility Rents. 
Profit and Loss Account 
BALANCE TO CREDIT OF PrRoFIT AND Loss, DECEMBER 31, 
RRs RAS Ee” SEE Re eee ae Onde 6 Seesaw ewe ees oe $189,128,381.65 
ADDITIONS: 
Income for the year 1937 $6,352,611.95 
Credits from retired road 
and equipment ........ 91,748.10 
Delayed income credits: 
Reversal of accruals to 
December 31, 1936, for 
excise tax account 
Railroad Retirement 
Act of 1935 repealed $4,781,496.45 
Balance of Pension Re- 
serves accrued 1925-6-7 
not required account 
Railroad Retirement 
Act of 1937.......- 1,641,391.59 6,422,888.04 
Ce ee 14,861.68 
Miscellaneous credits ...... 488,928.56 13,371,038.33 
$202,499,419.98 
DEDUCTIONS: 
—- appropriated for investment in 
physical property ....... eter lch ais leuk tare $46,348.62 
Debt discount extinguished through surplus 319,921.23 


Debits from retired road and _ equip- 
ment (represents ledger value, less net 
salvage recovered, of roadway property 
not required for transportation service 
retired during the year and charged 
directly to Profit and Loss Account) 6,441,703.49 





Miscellaneous debits ....... warclawereeiarask 1,033,477.15 7,841,450.49 
BALANCE TO CREDIT OF ProFIT AND Loss, DecEMBER 31, 7 
SEN SdeWeriaeeaia wk.e sa Ss bean Oe Ore Sein es vieeG 6s enter $194,657,969.49 


For the Board of Directors, 
F. E. Wiiiramson, President. 


(Advertisement) 








A Mast for 


RAILROAD Prpine 
of every kind 


— especially for air brakes and refrigeration 
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THE ARCO 
COPPER-TO-COPPER 
CONNECTION 
makes vital piping leak-proof 
on the Rock Island Rockets 
and other famous Budd-built 
streamliners. 





Pat, Nos. 2,025,973—2,005,969—2,002,470—Others Pending 


IBRATION can play hell with a threaded joint .. . but it 
Wa break the joint of an Arco Copper-to-Copper 
Sweat Connection! That's why famous Budd-built trains — 
the Santa Fe Super Chief —the Rock Island Rockets — the 
Reading Crusader — use Arco Copper for vital air brake 
lines, and for other important piping. This connection is 
shock and vibration proof. Arco Copper is lighter in weight, 
rustproof, easier to handle and install. 

Specify Arco Copper for heating, plumbing, refrigeration 
in air conditioning, and air brake lines on your trains. Make 
it a must where vibration and corrosion must be fought. Mail 
the coupon for complete information. 


ARCO 24 x. 


WROUGHT COPPER FITTINGS AND PIPE 
SR SSSR SSSR SSSR SESS SESS SSS SSS Sees 
Arco Pipe & Fittings Division 
AMERICAN RADIATOR COMPANY 


prvision Or AMERICAN RADIATOR & STANDARD SANITARY CORPORATION 
40 West 40th Street, New York, N. Y. : 
Send me your new Copper Manual and complete information on 
Arco Copper-to-Copper. 





Name_ 





Company- <— a 





Address ‘ ” alist lichlaliitineiiataa a tineatiinsccams, 
SS SSS SSS SSS SSS SSS SSS SSS SSS SSSR ESSE ee 
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AGE May 14, 1938 


FREEZERS 
STATIONS 
OFFICES. . 
SHEDS ... 


BUILD THEM BETTER, FOR LESS, WITH 


CELOTEX 


REG. U. S. PAT. OFF. 


INSULATING CANE BOARD 





Crtorex Insulating Cane Board builds 
and insulates and decorates in one operation—with one ma- 
terial cost—with one labor cost. It handles easily. It goes up 
fast. It fits tight and stays put. That’s why so many railway 
maintenance divisions stock this famous board regularly 
for every job from straight insulation to interior decoration. 


Celotex is the favorite insulation for freez- 
ers because endless jarring, jolting miles can’t cause it to 
settle or shift. It adds bracing strength to car walls and 
resists torsional weaving strains. And don’t forget— 
Celotex weighs only 1/3 as much as lumber! 


Permanently protected against termites 
and dry rot by the exclusive, patented Ferox Process, 
Celotex offers you economical answers to your building, 
insulating, decorating problems. Write to us for helpful 
suggestions. 


Copyright 1938, The Celotex Corporation 


CELOTEX 


BRAND—INSULATING CANE BOARD 
Reg. U.S. Pat. Off. 


| THE CELOTEX CORPORATION © 919 N. Michigan Ave., Chicago, Ill. 


Sales Distributors Throughout the World 


World’s Largest Manufacturer of Structural Insulztion 








